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Fuels and Fuel%dd\i'tives‘;' Waiver Apylication f,g_ /’&S/ Ss7
“7 :

AGENCY: Envitenaental Ptotect;an Aqency (EPA)
ACTION: Wotice

SIMMARY: Under section 211(f)(4) of the Clean Air Act (Act), Ethyl

‘Corporation (Ethyl) has requested a'héiver to permit the sale of

its gasoline additive, uathylcyclépentadienyl manganese tricarbonyl .

(MXT), an octane enhancer, conne:cia;IY'labéled by Ethyl as HiTEC

- 3000. Section 211(f) (9) authorizeé_avh to grant such a vaiver if
| it determines that the applicant has esiabliahad that its tuel or

add;tiva will not cause or contribute to the failure of vehicles to

meet dppllcable eniaaiona standards. '
In support of its request, Ethyl conductad an extOnsive test

progranm to detarmine the effect of NMT on the ability of vehicles

to comply with current and future emission standards. It alse

 considered tha impact of MNT op‘nchregulatad vehicle emissions,

urban smog or ozonhe, retinery emissions, and crude oil use. Ethyl
claimed that its test resulta eatablished tnat MMT would not cause
or contributo to aexcaedences of curr-nt or future emigsion
standa:d.. It also claimed that MMT use would result in other
benefits consistent vith c1eanih1:~kct,gohls.

The Agcncylin today‘denying_sthyl's regqueat for a vaiver for
HiTEC 3000 based on new data aupnittad.to the Agency which indjcate
that factors other than those taken into aceount in Ethyl's test
program may significantly and adversely intluaﬁce the magnitude of

the emissions jincrease caused by the addition of HITEC 13000 to
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unleaded gaspline. Hénce. the Agenqﬁ:is unable to cén;lude that

.gzthjl has mat ita bu:ﬂeh of establishing that HiTEC 3doo'will not
qauée.or cbntribugﬁ‘tq thg failure bt‘a signifiéaﬁt nunhér‘of
~ vehicles to :ail eniss;oné standards. Therefore, tﬁhyl'a vaiver

request is dqn;d&; ‘

ADDRESS: Coplea of thelihformaiion relative to this application-

a;j.uyailahle for lncpéctlon'in.ﬁuhiiefdoékﬂt A-sl-ds.gnd A-90-16
at tn-'u’r'ogﬁck‘e:*(t.z-u:n ‘of the EPA, Room M-1500, 401 M Straet,
S$.W., Weshington. D.C. 20460, (202i,260~7§48, betwcen'tha'hpUrs of
8:30 a.a. to'noon'and’lzja p.». to 3:30 ﬁ.n. vackdays. VAs'pruvided
in 40 CFR Part 2; a reasonable fea may be Eﬁérqqd tor copying
aurvicoa; - o B

' FOR FURTHER INFORMATION CONTACT: David J. Kortum, anvironbeqtal
Enginqar, or James W. -calduall, Chief, Fuels s:c;ién,, Field

Operations ‘and Support Oivision (EN-397F), ﬁ.sﬂ Environmental

.Protqctioniagency,'4ai M Street, S.W., Washington, 0.C. 20460,

(202) 382-2635.
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' suppz.mmnv zuromnou.

| Deciaion ot the Administraeor
I.'Intfdductibn

on July 12, 1991, Ethyl submitted its application for a waivet"

for uge ot IHT in unleaded gasoline at a cancentratxon of 1/32 gram

pPer gallon manganese (gpg Mn).! MmT is a nanqanasa-based octane

'anhnncat that ia currently uged in leaded gasoline in the Unitad

States and in unleaded gasoline (at concentrations up to 1/16 9pg .

Mn) in Canada. As explained later in this decision, b-cause MMT is
less oxpensive than other available octane enhanceru. EPR expects,
and Ethyl acknowledges, that MMT would eventuqlly be used 1n;308t
gasoline e0l1d in the United States if thie vaiver application is

- granted.

IT. Statgtozy Fraudwork | _ |
Ethyl ia 8eeking this vaiver b;cauaa the sale of lMTjtor use
‘in unleaded qauolino in the United statag is cutrently prohihited
by soction 211(2) of tho Clean Air aAct. Section 211(!)(1) bans the
sals of fuels and fuel additives (collectively referred to here as
fuels) that are not "substantially similar® to those used to

certify 1975 and later model year motor vehicles as complying with
applicable enission otandardu Under EPA's 1ntnrp;nt1vo rule, MMT

t. On August 31, 1991, a notico vas published ln the
(56 FR 16810) a xnawlcdqinq receipt of the applicatien ana
requesting comments on it. Comments that were received have been
Placed in public docket A-91-46.
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is not considered substantially similar to certificatien fuel
additives.? | | | '
cohgr;aa Adéed section 211(f) to the Clean Air Act in 1877 to
protect vehicle ouisgion control devices from béinq damaéad by
fuels. . As Congress wvas ccnaidezin§~ehé Clean Air Act Amendmenta of -
1977, 'éoncetna ‘wdgb ;fgised that ‘HHT, then used ;n unleadeﬁ |
gasoline, .ﬁao_ impairing the performance of enmisaions jcantrpl
sﬁ-tcéa and'incr-aaing exhaust hydtecarhon emissions.? althodgh
section 211(c) g;vee gPA{aﬁthotlty'tc prohibit or contrel fuels
" found to harm emission control 'davicas» or public health and
wei!qro;t Congreoas éckndwledqed that the  grocedura1 ﬁatequargs
_required by that section did not permit EPA to act quickly ancugh
to protect current catalysts.’ Congress therefore decided to take
a pf.vontitivn upyroech;.baﬁninq !ueia not aubstantially -inilar,t§
those uﬁod to dotorpinp'conpliancé‘ytth_eniaiipn standards. iha
affaect af 211(f) was to ban the ua-.o! MMT in unleaded gasoline, -
effective Saptembar 15, 1978. '
‘ At the same time, Congresa recagnized that its pan could
~ prevent the sale of cheaper or energy-optiniginq tueli that did net
harm smnission éontrolu.f In section 211(f)(4), it authorized the

* - Epa's revised interpretation of "subatantially similar”
wvas publishad in the : _on February 11, 1991 at
56 FR 52352. Under this rule, fuel additives wust contain anly

carben, hydrogen, and any or all of the fallowing elements:

oxygen, nitrogen, and/or sulfur. .
-3 . S. Rep. No. 127, 55th Cong., 15t Sees. 90 (31977).

S (-
§ Id, at s1.

e e —w= wecsmwes aw s@D MEOGIL COLALALLER - :guc:n a

literal interpretation would roquite :hn tonting'qt every vehicle.

r

oduce into commerce new modal year me

des of
for hydrocarbon, carbon monoxide, and oxi
nitragzznggiz:ion. tr%n gasoline-povered zotor vahicles have been

established under section 202 of the Act.

to intr
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Rocogniainq that Congrass ccntemplated a worxable UaiVet'proVision,

EPA has praviously 1ndicatad thac reliable statistical aauplinq and |

tleat testing pratocola uay be uaed to dewonstrata that 3 tual

undar ccnaideratien would not cauaa or ccntribute tc a aiqniticantv

!ailura to Beat euiaaion standarde by vehiclea in the natiecnal
: fleat. | ‘ : . , .
| To detornino whaether a waivar applicant has establishéd that
the propoaed fuel will not’ cause or contribute to vehicles failing
eninaiona atandarda, EPA revieva all tha ‘material in the publie
decket including the data subuitted with the application, and
analyzes the data to ascertain the fuel's emigsion effacts. vrhe
analylil concantratoa on four major areas of concern -- exhauat
enissions, cvaporativ- emissions, materials conpatibility, and

driveability -= and evaluates the data upder statiutical nethods

appropriata :o the vurioua typas of enmisgion effacts. ; Enlsaion N

'data are analyzad according to the effects that a fuel ia predicted
to have on cuissiona over time. ' If the fuol is prcdicted to have
only an instantanecus effect on emisaions (that 1a, the enisaien
etttctn of the !uol are 1unediate and ranaln conataut throughout

| the life of the v-hiclc when operating on tha waivor tuel). then

“back~to-back" enission teating will.euftica.f

. 1 See Waiver Docialon on Tertiary Butyl Alcohol ("TBA"), 44
- FR 10930 (February 2, 1979).

' ‘Back-to-back emisaion teating involves testing a vchicle
on. a base fuel (i.e., a gasoline Which mests spacifications for
certification fuel or is representative of a typically available
commercial gasoline), then testing thet same vehicle on the fuel
for which the wvaiver is requestsd. The differsnce in emission
levels 1- attributed to the waiver-fual.




Unlike materials traditionally allewed in unleaded gasoline,
‘\uet§11;q;,vsuch'as MMT, péqduce hon-qaseous combust;oh preducts,

'-qcma-ot which are deposited in the battsnof th9 vehicle which come

{n contact with:the cqnhuation3products of the burned fuel. ‘These '

areas of the vehicle include the combustion chamber, the catalyst,
“the oxygen eensor, and ail,parts of the exhaust system.’ Since
these materials build up over time,'? ;t.had been'traditidnally

accepted that the emissions effects of such additives occur over

time as miles are accumulated, and that the methed of deposition 4

suggests that the effects are pdtﬁanent. If the fuel is predicted
to have a long-term deterioratlve.effect, durability testing over

the useful 1life of the vehicle," i{n addition to back-to-back

9 Automakers and catalyst manufacturers polnt -out that,
since catalysts are designed with a honeycaombd structure in order to
maximize contact between engine combustion gases and catalyst
" materials, {f channels within the honeycomb become blecked, the
catalyst is less able to break down the exhaust gases.
-Furtharmere, although the mechanisms associated with manganese
deposits have not been completely described, catalyet manufacturers
suggeat that the mere deposition of manganase (without blockage of
channels) would hinder the catalytic activity of ths catalyst.
Ethyl, hovever, believes that the manganese deposition on the
catulyat dees not hindor ita activity.

19 Reply Comments of Ethyl cgrpozation in Support of the
HiTEC 3000 Waiver Application, August 10, 1990, 28.

' The current "useful life" of a 11ght-duty vehicle (LDV)

(i.e., thes amount of time or nileage accumulatien through which the
LDV must wmeet the standards to which it hae been certified) is
50,000 wiles or five years, whichever coccurs first (section
202(6)) Howvever, 'the Clean Air Act Amendments of 1590 extended
the useful life of LDV's to 100,000 miles or ten years, beginning
vith 199¢ model yesar vehicles. The anendments also tightened
seissions standarde for 40 percent of a vehicle manufacturer's LOV
and light~-duty truck (LDT) salea in model year 1994, 80 percent in
wodel year 1995 and tor all vohiclea after model year 1995 (section
202(g)).
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shppo:tad by contirmatory testing." If the applicant has Su=b~e

n Durability testing over the useful life of the vehicle
involves testing two identical sets of vehicles for 50,000 miles

vehicle is tested for emisasions at 5,000 mile intervals. This is
- sgsentially the same taesting pattern which is required for

As noted above,under the Clean Alr Act Amendments of 1990, the
- useful life of pasasenger cars will be sxtended to 100,000 miles
beginning with the 1994 model year when more stringent standards

take effect (geg sections 202(d) and (g)). :

n The Agency hag statistically analyzed exhauat emissions
datas tc determine long-term durability effects of an additive only
once praviously: Ethyl's original 1978 application for MXT. The

“portion of the atatistical testa that EPA used to datermine . if the
additive wvould cauase (or contribute) to emiasions failures deems an
additive not to cause such a failure faor a particular vehicle model
it its use vould result in no more than 10 percent of vehicles of
that model failing amiasions standards. Before the additive was
judged to have failed the test overall, more models must fail (as
diacussed above) than is consistent with the hypotheais, used for
statigtical purposes, that the population failure rate for models
is 50% (for the 8 models tested with this application, at least 7

questicns whaether it would still be approprista for the Agancy to
. grant & vaiver to an additive that would potentially cause such a
large number of vehicles to fail emissiona standards, in light of
continuing and wvidespread pollution problems to which vehicles
contribute. However, the Agency did not reach that issue {n this

indicate that the deaign of the Ethyl test program nay have

_insufticiently covered parameters which may have a significant
adverse impact on the emissions effects of . :

Nemoura and Company (DuPont), 48 FR 8124 (February 25, 1583).

idétihq; ie qpprdpriate{“ In the past, EPA has inaxyzad durability |
data using aﬁatiatical tasts to deepruine if the fual additiﬁe will
causge qt.contribﬁte to a "siqnitiéant" hunbef ot-vehlélgs failiﬁq ‘A
aui;sions standafds;“ Rcaéonabia,theozeﬁicalljudqnente aé to thé' 
égiésldn'-gzaété of the fuel iay‘béAnﬁilized aa aﬁ-alternative'td

ditect.:eagingro! vehiclaa; In most cdaaa.itha theory needs to be

(in the case of current standards for pasgenger cars), one set
uaing the base fuel and the other using the vaiver fuel. Each

_certification of a new motor vehicle under gection 206 of the Act,’

would have to fail). As discussed later in this section, EPA

deciasion sinca, as {3 indicated balow, newly submitted data

" Ses Walver Docisién on Application of E.I. DuPant de
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thioretlcll basis, it may only need to conduct testing snftiCient
io deudnaczaté the vaiidity of the theory. | - The' thcozy and
contirnatory tcatinq may then: !arn a basial from which ‘the
Adminisc:ator may exercise his judguent on vhether th‘ additxve
Wil causs or cantributo to a !ailuta ot emission controel devices
or ayutena which result in vehiclca failing tn achieve compliance
with oniulion atandards.

In addltlon En omisalons data, E?A also tov;ews data on fuel
compoaition and apecifications, both to fully qharacterize a
proposed fuel, and to determine vhe:harzthat,fuol would cause or
'conttihutaAto a fajlure of vehicles to comply iiih their.eulsiion

standards. Such tailure often can be predicted ‘trom

characterization data. For example, volatility specifications of -

the fuel could demonstrate a tendency for high evaporative

nniisioha. szniiazxy, data on materiala coupatibility could show

potcntial !ailuza of fuel aystenms, enianian ralated parts, and.

emisaion eentrcl parta trcu uge of the tuol. Such failures could
. result in grcatcr emisgions. Likewise, fuel characteristics that
could cause aiqniticaﬁt dr.ivea'pility pzobleui .could result in
tanpering with emisaion controls and, thus, increasaed anisiions.'

An- {ssue in thia'wa}vo:_dccisién is vhether Ethyl must show
that MMT will not cause or contributs to nonconpliancu with
ezission standards by vehicles cercitlod ta the 195( model year
enisaion standsrds, as well as vehicles certified to the current
standards.  Ethyl believas that the s:atutu only regquires it to

establish that MMT will not cause or contribute te the failure of




| ERUE -
vehicles ta meet gurrent emission atindards; - EPA din@gnes.
" Sectien '211('2) (4) provides that EPA may grant a uaii:e: it Ehe
‘Agency deternines that the waiver applicant eatablishea that its

candldato fuel "9111 no‘c causo Qor contribute" to a vohlcle‘a.

B fallure to cenply with "the anisa:.one standards with rospect to '

which (the vehicle] has been certified pursuant ta section [206]."

The section thus eaus tor EFA to make a prosp-ctiva determination

== what vill be the effect of the candidate fuel on vehicles ,1n the

future. Whether EPA should consid_é: the effect on vehicles'

ability tAo meet future enmissions standards is not explicitly .

addressed. Clearly, censideration of future standards is not .

exprenly prahibiead. ‘

'rhan is ne need to infer from the use of the. past tense in

the phau,. "standards ... to which [a vehicla] has been certified”

~ that only cﬁrrent standardq ‘may be cdnsidpred. - Section 203 of the

Act Tequires each nev model of motor vehicle or engine to bé' .
certified as c_:anpl’ying with emissions standarde before it can be.

sold. In sectien 211(f) (4), the phrase "has baen certitiod"“ainply :

reflects that fact. Any vehicle artectad by a commercial qualine
additive will be of 8 typ- that “has been certified" ta aninions

standa:d- in effect when the model was nev. For vohialu udo in |

the future, thuq’ _'cta‘nduda could be future staﬁdagda.

It wvould make little sense to grant a wajver without regard to

its sffact on vehicles' ébluty to mest tighter standards that take
n!fact in the near future. It also would bs incdnclct-nt with

Congress's f':anénrn that fuals not cause or contribute to vohicl'ps'

P.10
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1nab111ty to comply. conceivably, a fuel cauld have no effect on

vehicles doelqned to meet current atandarda, ‘but a aignificant

'5ettect on the tachnclogy automakers have etrivad to develop to meet

tiqhter standards, EPA nntea that ‘section 211(!)(4) dcca not

'umn the Agency ta grant a waiver it the gtatutory wawet

_criterion is met. (Sea, for comparison, sections zll(k)(s)(a) and

zll(u)(a),) The quncy thus has discretion in granting uaiveis}
"qnd tpr’fhé reasons given above, EPA believes it reascnable to take
}nta account the effect of a fuel on vehicles' ability to meet
'futura emissions. standards in ezarciaing ite discration

Whilo it may not be feasible for a waiver applicant te
consider the effect of ita fuel on vehiclee' ability to comply with
atandardn'duo to take effect far in the !utﬁfe, that is not the
case here. The "Tier I“ tailpipe standarda'presc;ihidAby soction

zoz(q)lhcgin to take effect 1nvnbde1_year 1994} vhich begina in

September 1993.' The technology that will ba'uaed to maet those

standards is largoly'devolopad;'and as explained later, test data
submitted on MNT'e -niosionb effect 1néludgs data from vcniclés the
design or tnehnolqu of which are aﬁ least in part tobrcncntative
of vehicles being planned for the 1994 sodel year. EPA has
pfevluully conlidoted'the effects 14 in additive on vehicles'
ability to maet more lttlngent future atandards under circumstances

aimilay to these, and bslieves it is appropriate to do soc again

1 86 FR 25724-25790 (June &5, 1991).




- 12 -

here.¥

‘This ﬁpplicqtiqn also raises some inpdrtant questions
‘reéarginqiﬁha test programs the Agency;haa téquiréq to be performed
and statisticai criteria €ne ‘Agency has used in the past to
evaluate vaivdr,qpplicatiéna;' As noted above, §ﬁa testsAda permit .
'a potentially large nunher“az ‘Vehicieq to exc.ad"enissions
~ standards.” TIn addition, the oxtent to which highly controlled
vehicle testing simulates "iea1 woiid“'1n-uao" vehicle emissions
changes i§ queatianab;d. ‘Futthat,'tho large ameunt of haadroom"

baetvaen test vehicloa' certification emissions levels and the

o S9¢ 43 FR 41424 (September 18, 1978), In Re Application
for MNT Waiver. : - : - .

" 7 The structure of the sign test used as the final step in
mogt of the astatiatical tests i3 extremely conservative becauge it
esgentially places a very light buzden on the applicant. It
raquires only that the spplicant show that no more than half of the
fleat vill be caused to fail the standards by the additive. The
practical igplication of thia arrangement of the test ia that, with
the small number of models usually included in the saeple for such
teat programs, all or almost all of them must fail bafora the
overall tast ip failed and the concluajion reachad that tha additive
"cauaeg or contributes™ to the failure of a “significant portien®

of the fleet to meet the gtandards to which they were certified..

©# . sIneuge™ refers tc the emissions of vehicles actually
being driven on public roads and highways and not part of any test
progranm, S

o “Headroon"™ here refers to the difference in emissions
between the leval of amisaione seen in highly controlled testing of
vehicles in a test program (such as with vehicle certificarion) and
the smissions standard applicadble to thae vehicle. It is EPA's
expsrience that vehicle manufacturers design this hsadroom into
certification vehicles in order to account for the unknown effecta
of in-use aperation. The manutacturers believe that guch headrcoa
is necessary in order to avoid expensive recalls af vehicles that
fail standards in use. Despite this headroom, in calendar year
1991, 1.7 million cars were recalled for emissions exceedences.
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applicable atandard that has been 8een in rgcent years® pmay

eztectivoly ruault'ih 3 much lover pasg/faj) étahdard'than in the

Past, since it is easater to pass tne Previously ugeq statistical

tests when therg i, a8 large amount of headroom. g ezisgions

Standqrda;ba¢onevubte htrinqéntjbbqinnihg 1n_199§_(5¢a AppandixIZ),

the Agency vould expect that the headroom betvaen vehicle emigsiong’
- and the qtandard is 11k¢1y~to decrease. Thia will ruuﬁlt in zore

'fvphlclcl Dore ®a8ily failing standarag.

. In lightEot the clagn Alr Amendnents of 1990 and the likely

wiﬁeaprnad use of MMT, however,vEPA'questiena whether {ts tests are
still appropriagn. The élean Alr aAct Amendmentg of lsso_are a
strong ltat-icnt of the concerr shared by Cohgr.aa and the
'Pro-idcnt that néro ne-ag to be done to ensure that Pecple are not
~ exposed té,-'unhialthy levels of airborne Pollution, Ozone, 4n
yatticulai. has been a8 difficult air pollution prodlep to aoive,
Dodpite the dtrqrta_atateq and industry had undcrtakdn Pursuant to
thi Clean Air act Oof 1970 and the Asendnents to the Ac; 1h:1§77, in
1990 thnre vere still ssg areas, containing 3pproximately 135
millien becple, that viclated the ambient ozone -tindatd; - In the

1330 Anmendments ¢o the Act,' Conqress Prescribed 1ncraasingly '

stringent and costly contro) Reasures for {ncluaion in atitc S§IP's.
For example, depending on the severity of an area's ozone problen,
it may be required to establigh or tighton-alreudy eatablished

automobile inapection and uaintcnanéuvpraQranl; install automobile

2 An analysis of EPA'a certif{cation data indicates that
hydrocarbon certification data average 0.21 gpam,
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rezuoling puaps with. controls to captuza retucling vapers;

implement tranapor:ation control measures such as entabllshinq |

carpoolinq lanes, or require the use of eleansr alternative fuels

‘in fleet vehiclos.-‘ chgrosa also called on- autonakera to

- nigni!icantly reducs nou vehicle eniaaians and on ail refiners to

| re!ormulatn qaaalino 80 as to- atgniticantly zeduce ozcnc-producinq

and toxic emisajona ttom -xiating vehiclea. EPA estimates that
costs allaciatld Hith the progranmég ccnteined in the nev anandmenta}

tor ozohe rcduction in nenattainnent areaa to reach 511 billion per '

year by 2005.%

Havever, as explalned in a later sectien, EPA cannat concluda |

that Ethyl hae aatahlished that MNT vill nat cause or ccntzibutc to
- vehiclesa talltnq euiseiune standazds under EPA'a ptavlounly used
statigtical testa in light of additional data asubzitted ta the
‘ Agency. énnsiqucntly, the AgencyAdid nct'éqcide vhather or how to

change its statistical tests !orfdatcruihinq vbéther a fuel will

"cause or contributs® to vchicles\fiilinq-eﬁiaﬁiona'standarda. EPA

is continuiﬁg to evaluate the appropriatenvss of these tests.
Iv. Ethyl's Applicstion S

This is Ethyl's fourth applicatioﬁ for a walver for MMT.
zthyl' first submitted an application on Narch 17, 1976 fer
concentrations of MMT resulting in 1/16 and 1/32 gpg Mn in unleaded

gaiolinc. That npplication was denied becausa the Agency !ound

that the use ot MMT would cauao c: contributc te thc tlilur- ot

a "Ozone Nonattainment Analysie - Clean Air Act Amendments
of 1990", E.H. Pechan Asscciates, prepared for USEPA, Septenmber,
1991.
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vehicles to ucot the hydrecarbon cxhaust anissiene standard |

{43 FR 41424, SQPteubar 19, 1978).

_Ethyl'a second applicat;on1vas-aubnitted on Hay ié, 1981 for

concentrations of 1HNT resulting in 1/64 qﬁq Hh‘ in 'unlead367
',' gasoline. EPA denisd the seccnd request because Ethyl pruvided ne .
test data to support its claim that MNT at that concentratinn would '

not cauce or cont:ihuta to. auceadencos of the HC eu;auien standard.
'and 1nstaad relied on a flawed mathematxcal arqument extrupolatinq
from HC emission duta collected at higher concentrations (46 FR
Sqajo, Decamber 1 1981). .

Bthyl'o third application vas submittad on Nay 9, 1990 for
concen:rqtiana ot MKT resulting 1n_ L/32 gpg Mn in unleaded
gasclina. Ethyl withdrew its third application en'Novomber'l,

1990;_ before the deadline for the Administrator to make a

deterninétioh on the applicatioh - Because no. detarninatian had

‘been mads at the time the applicant vithdrew tha upplication, EPA

accepted the withdrawal. and tqrminated the proceeding without
taking action on it. Ethyl reapplied in July of 1991 atter
supplementing the data and analyeis that had been contained in its
'fhird application. Essentially, tha'ihzormation related to the
third (1990) applleétiaﬁ is pertinent to the application being

conaidered today and all docket material subaitted in consideration

of the 1390 application has been incorporated, by :-tnrcnci. into

the docket for the current (1991) abplicction.
th support of itl current application, Ethyl cqndudtid the

most extenaiva test program ever conducted by a wvaiver applicnnt.
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It acuqht and rccoived EPA's help in the desiqu ot a test pragran
that van axpectod to ptav;de thc data nacded to deteruinc whetner

- MMT. paasod EPA'u previously used statistical critarla tor grantinq

waiyets. \Ethyl assembled a test fleet of 48 light-duty vehicles,’

composed af eigh€761£!aientknodei types that together :apteécnﬁéd4

a broad apcctgu;-ot thenlcur;dnt (1988);geqﬁhc1e§& vehicles. It
utilized two. laborqtp{iés. to measurs 1§ach vehicle's exhaust
ezisaions of the regulated pollutants (HC, oxides At nitrogen'(ﬂoi)
"and carbﬂn‘nono#idc.(CO))-at 5,000-mi{le intervals up to 75,000
miles in the cage of most vehicles And‘ué to 100;000 miles in the
| cagse of iava:al.? It aleo tested the vehiclea for evaporative KC,
| pirtieuiato‘ and manganese emissions, nstariala compatibility,
driveabillty and catalyst durability. |
Ethyl nnalyzad the data collected using EP&'I ptoviously used

statiutieal tents and additicnul tests dovolaped by ics consultants

. to further characterize the data. Its analysis indicatad that, on

average, MNT at thi requesated concentrat1¢n,vould'reault_ln'a 0.018

qpn increase in HC emiseions and decreases in Nox and €O eumisaions.

The analyses further indicated that. when EPA's provldunly used

tests are appliod,.tho increase in H:‘énissionn would not cause or

contrfbutq.té vehicles' failure to meet the curtani HC smjssion

atandard. The results of Ethyl'u testing for materials

n The curzent "ugeful life" of a light-duty vehicle (LDV)
is 50,000 miles or five years, whichevaer occurs first (section
zoz(d)) Hovever, the Clean Air Act Amendments of 19350 extended
the useful life of LDV's to 100,000 miles or ten years, deginning
with 1994 model year vehicles. For the standards that begin to
take effect in nodel year 1994, section 207(c) provides for
1ntcruodiutu in-use standards for savorol years.
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compatibility, driveability and catalysfkdurab$11ty alse indicatéd
‘that MNT would have no'stgni!icant‘qdyetse effects on voh;clésf
ability to meet current emission standards urynd.oz’ a%féqé dfﬁing
conditions. On'thit,baais} 2t8y1 claimed that it had made its
statutorily required showing. . L o
Additianally, Ethyl suhuitted an analyaia ot its data vhich,f
according to Ethy), indicates that ¥MT vill not caqae or contributg_
‘to' the tahu;o- of vehiclas _'to meat tuture' gstandards. | _Ethyl
-‘Corpprattcn angaged Systems Applications Inc. (SAI) tb un&o:take an
analysis to determine vhather the additive would be likely to pose
a*problah tor vehiclea required to mest more ot:inqdn£ :uturn
standards and useful life definitions. The atandards uaed in the
analyais wvere thoao vhich were then belng ccnsidazcd by Congress
for 1n=1usion in the Clesn Air Act. The scandarda Congress
: eventually adopted are esaentially the sane.
The basic stratcgy of the unalyais vas to sea if a subaae of
. five of the eight models Ethyl tosted {n the larger progran would
pass the statiattcal tests previously used by EFA when eonparcd to
the prnponod standards. Tho ‘models aelected were,thonn passing the
current atandard farvhydroca:bon.‘ No adjuutﬁeni wai nedc t§ the .

test vehicles' emissions other than to remove the methane fraction

of hydroecarbaons for compsrigon againat the propbsnd non-methane
hydrocarbon (NMHC) standard. The three statietical tests used were
all regressicn-based tests: 1) the Violation Mileage test, 2) the

Maximun ?ircent Failing to Meat Standard test, and 1) the tast
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°f MNT uge on Public health and-tha'nation'd'dcpnomy,qnd'anatgy

‘faicurity. In the areq ef public health, j¢ examined vhether )oqp

health. (wnjije udnqanasa {s ah?-aaantial nutrient, occupational ,

8tudies have dcmcnatrated'that, at hign doeea,_mangahcaa can hava

8Xposuze, Ethy) concluded that iom e at' the requesteq

concentration would neot pbrceptibly change envirdnnintal expogure

to uanQanesé>and, in any évent, weuld not Present any danger to

human health.

Ethyl alsc considered the effect of somr use on emissicns of

other, unrlqulitnd ﬁlhi:in enissions, Ipg tiutipg 1ndicatcd‘that,

vohiqlhn run on MMT emitted less formaldehyde &nd benzens thap

a " For a d-geription of these tests gge Appondix 4A, Ethyl
1950 Waiver Application. For a description of Ethyl's analyaig

using thcaq testa, gae Appendix 11, Ethy] 19350 Waiver Applicat on.
u Ethyl 1990 waiver APplication, g7,
y Ethyl vaiver 3Pplication (July 12, 1991) ae 8.

| of wgiye!fdppllcaﬁibﬁa cptahlished 
by gectiou-211(:)(4))"?'Ethy1 also 483essed the pateneia) Artgét |
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vehicles cperated on "clear" fuel. Ethyl hired Turner and Mason,
refining industry consultants, to assess how the availability of
MMT would likely chenge gasoline comppesition, yield and refinery
enissiona. The etu&y by Turner and Mason concluded that MMT would
sllow a reduction in refining severity,® which in turm would

reduce refinery emiseions (NOx, €O, oxides of sulfur (SOx),

particulates, and carbon dioxide},the-useinguutlitie of aromatics

(vhich increase benzene emissions and are very reactive in forming
urban smog) and benzene (& known carcinogen), as well as the demand
for crude eil (by abocut 82,000 barrels per day).
V. Public Comments

EPA held a public hearing on Ethyl's application eon
September 12, 1991. It aleo provided an opportunity for the public
to submit written comments.” Many comments were received from a
vide variety of interests, including refiners, automakers, emission
control manufacturers, manganese-related industries, federal nealth

agencies, states, localities, environmental and public ipterest

» Refinery severity refers to the temperature and preasure
at vhich certain parte of the refinery are operated. A "reformer®,
one of many refineries processing units, may be operated at higher
tenperatures and pressures to produce more high octane componsnts
such as benzens, xylene, and toluena, collectively referred to as
"aromatics®™, Since MMT would supply s less sxpensive acurce of
octane, the preaumption is that the refinery wvould operats at a
lover severity, thus using less fuel to oparats and producing fever
enisaions. Additiocnaslly, gamcline produced at a refinery operating
at lover severity would presumably contain lower aromatice.

a As pmentioned previcualy, the comments received in
conaideration of Ethyl's 1990 application have been included in the
public record for the current 1951 application. This includes all
docket materials in docket A-90-16, as well as all testimony at the
June 22, 1990 hearing. )
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groups and private citizens, Taken together, the comments touched
on every aspect of Ethyl's application. They are summarized below;
more detalled descriptions of some of the comments and EPA'Q
responses to them appear in later sections of this document.

A. Fmission-related comaents.

Five autcmakers (Ford Motor Company (Ford), General Mators

Corperation (GM), Toyota-Technical—€enter; U-S.AT, IAc. (Toyota),

Chrysler Motors Corporation (Chrysler), and Nissan Research and
Development Corporation (Nissan)), the Motor VGﬁtcla Manufacturers
Acgociation (MVMA), ﬁhe Association of Internétional Automeobile
Manufacturers, Inc. (AIAM), and the Manufacturers of Emisaion
Controls Association .(MECA) all recommended denial of Ethyl's
request and expressed twe major concerne with regard to the
addition of MMT to unleaded gasoline. Firat, they noted that the
use of MMT will cause an increase in HC emissions. Most indicated
that the wmore stringent emissions standarde which begin taking
effect in model year 1994 will make any increase in HC emisaions
particularly troublescme. Further, they stated th;t never
technology vehicles will likely be equipped with catalysts which
are nearsr the sengine (more “closely coupled"). Such close
coupling results in higher catalyst temperatures which, for at
leagt older model vehicles, studies indicate make the catalyst more

prone to the depcosition of manganese.®™ Theee commenters stated

n Benaon, Jack D., "Manganese Fuel Additive (MNT) Can Cause
Vehicle Problems," SAE Paper 770655, June 7, 1977.

Furey, Robert L., and Jack C. Summers, "How MMT Causes
Plugging of Monolithic Convarters,” SAE Paper 780004, February 27-
March 3, 1978. '
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that deposition of manganesg compounds on the surface of the
catalyst would impair the catalytic breaskdown of emissions from the
engine, thereby decreasing catalyst effectiveness. Additionally,
they vere caoncerned that MMT, even at the 1/32 gpg Mn cencentration
requeated, would plug catalysts and thus reduce the surface area of

the catalyst which cauld potentially act to break down emissions

.from.the-engine; -especially i the caae of vehicles operated under
driving conditions which result in higher temperatures such ae
heavy load or high speed. Under such conditieons, it was pointed
out, the vehicle way be more prone to deposition of manganese.
Noat of these commenters cited what they considered to be
flaws in the Ethyl test program, especially the fact that Ethyl
utilized a fuel to accumulate mileage on its test vehicles (Movell
EEE) which, unlike fuels typically used by the driving public and

for mileage accumulation vhen certifying vehicles, did net centain

a detergent additive. Since detergents prevent the ncrmal -

deposition of heavy hydrocarbon depceits in the intake system and
combustion chamber of a vehicle that results from burning any
gasoline, and since such deposits can increaeoluc emizajons,” the
automakers felt that these enissions increases may have masked any
MMT-induced emissions increases. ‘

Some pointed out that high temperature vehicle aperation may
increiac the riskx of manganese depohite and that Ethyl accumulated

sileags on its vehicles using a driving regimen that may not be

bt Saa for exampls, "“Gasoline Additives Solve Injector
Deposit Problemsa”, SAE Technical Paper 861537, Qctobaeyr 6€~-9, 1986.
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conducive to the buildup of manganese deposits, since it did not
include puch driving that would result in high catalytic converter
inlet temperatures. (As is discussed in Sectien IV-A of this
decision, research suggests that high temperatures may result in
higher rates of manganese deposition when MMT-containing gasoline

is comdusted in a vehicle.)

Teplaced the fuel injectora on its vehicles after the 50,000 mile
peint, vhich may have macked the effect of MMT. The automakers
folt that since the fuel injectors had beem changed at 50,000
miles, any negative impact on emissjons caused by manganese fouling
of the injectora would not have been seen by Ethyl.

Two autcmakere submitted nev emigsions data on vehicles
operating en MMT, Ford eubmitted data on eight vehicles
representing two model groupe, four of which accumulated mileage
using MMT-containing fuel and four of which were used as "controls"
.operating en "elgar" fuel (fuel ﬂet containing MMT)., Toyota
submitted data on one vehicle which wvas operated on MMT-containing
fuel for 30,000 miles and then, after replacing the catalytic

converter and oxygen sensors, operated on clear fuel for 30,000

niles. Geneoral Motors submitted data on bench tcits” of tvo truck .

engines. Am deacribed in more detail in Ssction VI-A, all of this
data suggested that use of MMT may result in hydrocarbon increases

greater than those zeperted by the Ethyl test program and/or

R Bench tests here refer to tests on engines which were
conducted with the engine removed from the vehicle 80 as to
facilitate the collection of data.

..—Sevaral--of—these—commenters %156 polnted out that Ethyl
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catalyst plugging.

The California Air Resources Board (CARB) also recommended
denial of the waiver on emission-related grounds. Caljfernia state
lav currently bana the use of MMT in unleaded gasoline, and an EPA
decision te grant Ethyl's waiver requaest wouid not agfact that ban.

(The California ban, however, does not preclude the posaibility

that, {f-the-weiverwerw granted, vehicles expogsed tao MMT could be
used in California eince vehiclea would be able to utilize MMT-
containing fuel in other states and then be driven in Califernia,
There is no evidenci that any effect due to mileage accumulation
vaing MMT-containing fuel wvould diszappear if clear fuel were used
subsequently. In fact, evidence that MMT depoeits on catalysts
suggesta otherwvige.)

According to CARB, the increased HC emissions attributable to
MMT would make it difficult for vehicles operating on unleaded
gasoline containing MMT to meet the new more stringent HC standards
recently adopted for California vehicles.® CARB urged that
testing ba conducted tc determine the effect of MMT on new
technology vehicles designed to meet the more stringent HC
standards, such as vehicles with electrically heated catalysts. It
alep expressed concern that manganese retained in the vehicle's
catalyst could impair the performance of the vehicle's catalyst.

Environment Canada, a wministry of the Canadian government,

3 The new Calitornia standards are introduced in several
stages beginning in 1994, each atage of wvhich estadblishes a wore
stringent control eover non-methane organic gas (NMOG) which
congigts of HC and oxygenated hydrocarbdons.
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commented on Canada's experience using MNT in unleaded gasoline.
(As mentioned previocusly, MMT is allowed in unleaded gasoline in
Canada at twice the level asked for by Ethyl in this current wvaiver
proceeding.) Environment cCanada reported that it had little data
on MNT effects on Canadian vehicles, but that it appeared that only

& relatively small number of catalysts inatalled on Canadian

vehicles had been advercely affected by plugging. It indicated,
however, that differences between the Canadian and United States
vehicle emission control programs made it lees likely that any
catalyst plugging would be discerned in Canada than might be the
case in the United staéea.

Ethyl submitted responses to the commpents summarized hers. It
noted that the test cycle which it used  was the federal
certification mileage accumulation cycle utilized to certify
vehicles as meeting standarda. Ethyl alsc criticized the test
praograms wvhich were used by the automakers to collect data on the
emissionse-related effects of MMT use. Ethyl pointed out that the
" programs had little similarity to procedures utilized to certify
vehicles as meeting standards. Ethyl stated that, in anﬁ event,
statistical analyses of its data demonatrated that MMT at the
requested concentration would not cause or contribute to failure by
vehicles to meet current or futurse esmissions standards. It also
submitted, in‘its compents, additional data on catalysts frow
Ethyl'e test fleet vhich, .according to Ethyl, 'indicatcd that
catalyst degradation would not occur as a result é! WNT use.

In response to the automakers comments regarding Ethyl's
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replacement of all fusl injecters after 50,000 wilea, Ethyl etated
that the fuel injectors vere changed precisely to determine if use
of its test fuel, Hovell EEE, resulted in injector fouling eince it
did not contain a detergent additive. Bthyl indicated that
enissions data collacted on the vehicles befors and after the

injector replacements showed no significant emiseions changes.

Ethyl also pointed out that;—in—theg area of regulated

eniseslons, once it has presented a pripa facie cass in support of
its application, those opposing the applic?ticn must preeent
"campet-ntﬂ evidence sufficient to create an issue of fact to be
determined by tha fact finder.? FPurther, Ethyl stated that the
Agency's decision must turn upon what the preponderance of the
coppetent evidence in the record shows. (A ®pore in-depth
description of these lssues is presented in Section VI-A of this
decision.)

In response to comments that Ethyl did not use a detergent in
ite teat fuel, Ethyl stated that the purpose of ueing a mileage
accumulation test fuel without a detergent was to provide a vorst-
caee secsnario for deposit formation and, thus, address the concerns
of the auto industry that MMT causes engine deposits which result
in eniasions increases. (The purpose of detergent additives is to
prevent deposit formation.) Alsc in response to thess comments,
Ethyl operated six Puicks from its 48-vehicle fleet an additional
15,000 miles (after the original 75,000 miles) with commercial
gasoline with MMT (for the MMT vehicles) and without MMT (for the

n Docket A-91=46, Item No. 1V-E-S5, Attachments.
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clear fuel vehicles). Emissions tests every 5,000 miles indicated
no significant change in emissiocns patterns from the original
75,000 miles of operation.
In regard to the Canadian experience with MMT, Ethyl pointed
cut that Canadian oil companies (including government-owned Petro

Canada) that have used MMT in unleaded gasoline in the past are

“QEEEEE_Eﬁmﬂﬂtmsgtalyat_probLeub—exportencrd‘ﬁ?‘cudlauorq using
gsasoline with KNT,

B. Other Commenta

‘ Commenters addressed other issues raised by Ethyl's
application. Many dealt with the patential effect of MNT on public
health. Commenters _that supperted the application generélly
pointed to Ethyl's analyses indicating that MMT use would result in
an éve:all reduction of vehicle and refinery emissions. Several
stated that MMT use would result in more flexibility for refiners
in enhenc}ng gasoline octane quality. Others, however, vere
troudled by the prospect of alloving MNT on ths narket before more
was known about the health consequences of the manganese emissicns
that MMT vould causs.

The National Institute of Environmental Health Sciences
(NIEHS), the Environmental Defense Fund, CARB, and the Amarican
Psychologicsl Association, smeng others, noted that little ia known
about low-level chronic exposure to airborne manganass. These
comnenters generally recommended that the Administrator exercise
his discretion to deny the vaiver request until the cowmpletion of

studies sufficient to determine a "safe level®” of exposurs to
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ambient manganese, (This issue is discusesed further in Section VI-
B of this decision.)
Chemetals, Inc., a manufacturer of manganese alloys, submitted
cemmants stating that manganese is an essential human nutrient and

that exposure levels expaected to result freom MMT use are far below

any known toxic levels. Chemetals also strongly indicated its. .. ...

B e htth et it

support of the Ethyl applicatio;:

In response to these comments, Ethyl pointed out that
avajilable data reveal no adverse health effects of exposure to
manganese emissions at the levels expected to occur as a result of
MNT use in unleaded q&solina. Ethyl also stated that monitoring
and modeling data on exposure to manganese which it had egubmitted
demonstrate that no significant difference in exposure would occur
38 a result of MMT uas. It argued that having made a prima facie
case that MNT wvould not harm public health, the burden shifted to

those commenters who thought othervises to substantiate their

clains.

Comments from refineries and refinery trade associationg vera
suppertive of Ethyl's application. They concurred in Ethyl's
assesspent of thes economic benefits and reduced refinery and
vehicle enissions that vould accrue from the replacement of octane
cbtained through higher-severity retining with octane obtained from
MMT. Saveral ehphasized that MMT would be especially helpful to
emall refiners since octane gnhancanent from MMT requires less
capital investment than other meana of increasing octans. Many

refiners also pointed out that refinery operations at lowver
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Severity would result in decreaseg aromatic and benzene

emissions
from

vehicles ang increased Yield for each

barrel of crude oil
refined.
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VI. Analysis

As indicated in the earlier section describing EPA's methed of
review, the Agency considers the effect of a fuel on compliance
with vehicle emission standards in deciding whether to grant a

waivar for tha fuael. New data submitted to the Agency indicate

that factors other than those taken into account in ggnylig,:ns;______

program may significantly and adversely influence the emissiona
caused by the addition of MiTEC 3000 to unleaded gasoline. Hence,
the Agency i{s unable to conclude that Ethyl has established that
RiTEC 3000 will not cause or contribute to the failure of a
significant number of vehicles to fail emissions standards.

As noted earlier, Ethyl and the commenters also raised issues
about the effects of MMT on public health, refineries and crude oil
demand. Moreover, since it is expected that, if alloved, the
additive would be used very widely in gasoline, the Agency ls
concerned about the potential for HMT‘ﬁo increase the overall
atmeoepheric loading of HC emissions, given the widespread seriocus
ozone nonattainment problems. Because¢ Ethyl hae not pet its
primary statutory burden, the Agency chose not to base its decision
to deny the waiver request on these issuea. While EFA believes
that the discretionary nature of its waiver authority permits the
Agency to consider such {ssues in mpaking wvaiver decisions, because
the decisien is being denied based on incresses in HC emiasions
that cause or contribute te the vehicles failing enmissions
standards, these other issues need not be fenolved. Nevertheless,

EPA considers it worthwhile to address these other issues.
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Decisione on future waiver applications might turn on such issues,
and waiver applicants might benefit from the Agency's consideration

of the issues herge. These issues are thus addressed in thé last

subsection of this gection.

A. Exhaust Emissions:

_Ethyl's test program,—as—rmoted earlier, was designed and

conducted to provide the data necessary to perform the statistical
analyses that EPA has previously used to-deternine vhether a waiver
applicant has made the statutorily required showing. (These
statistical tests, developed in the late 1970's by the Agency, are

applicable only ta additives which may produce a long-term .

durablility effect on emissions and not an instantaneous effect and,
in fact, have onlj been used previcusly to evaluate other
applications by Ethyl to use MMT.) Assuming the data collected by
the Ethyl program are accurate (and the Agency has no reascon to
-believe they are not), EPA agrees with Ethyl that under the
conditions simulated by Bthyl's test program, MMT at the requested
concentration meets the statistical criteria EPA used in asaessing
the 1978 Ethyl application to establish that a fuel will not cause
or contribute to a failure of a significant number of vehicles to
neet current emiseion standards. _

Ethyl's examination of MMT's effect on vehicleg' abllity to
zeat tutute.standnrda for HC, ie less convincing, but neverthaless
indicetes that MMT passes the determinative "cause or contribute”
portion of EPA's previously used statistical teats. The approach

Ethyl took to its examination -- a statistical analysis based on
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technology to those used on the models etﬁyl selacted for testing,
and 2) the Tesponse of these future Oystems to MMT is thus
appropriately modeled by locking at the test vehicles. Ethyl dig

-het.evaluate-the-extene t5 vhich its test fleet wag representative

of vehicles designed éo meet the 1954 model year standards, 1¢

did, hevever, make an effort to include in its tast fleet vehicle

modals that were equipped or designed in what vas thought teo be

representative of 1994 iodel-year vehicles. Among the forward-

close-coupled catalysts and Bultiport fyel injection. wnile EPA is
cencerned that Ethyl's fleet wag not fully representative of 1594
model year vehicles, the Agency appreciates the dit!iculty of
obtaining test vehicles tepresentative of futyre technology
vahicles. sSince Ethyl's fleet did centain vehicles that to sope
extent were representative of 1994 wvehicles and the never

technolegy test vehicles did npot shov emiasion problewms

Ethyl'a case aslso presents statistical problenms. The set of

medels Belected by Ethyl feyp this analyesis ig etatistically

~ troubling for ewo reasons. First the set represents only the
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“cleanest" portion of the fleet--a fleet that has substantial
variabiltity in emissions performance. It is net surprising that
the lower tail of such a distribution would have very lovw emissions
vith or without MMT, The behavior of these vehicles reveals little
about the entire distribution and its variability--information that

- As _inportant to—a—robust——cuncluyicn teqarding whether future
vehicles will be able to meet the nev and tougher standards when
oparating on MNT.

The second concern about the sample for thia analysis is its
small aize. The sign test, which is the final step in each of the
three tests used, requires that at icast five mcdels be included in
the analiaie befere it becomes possible for the additive to "fail®
any of the three tests. Even with five models, the additive only
fails the overall test if all five models fail individually. In
most of the comparisona that are made in the course of the
analysis, some modele drop out for various reasons and leave us
looking at Qauplae of four or fewer. Even if each of the four
models in such a comparison were to fail the test (vhich happened
in one case), the result would be inability to detect & difference
at the 95% confidence level. In short as a resﬁlt of tha data
limitations in Ethyl's analysis, it would have been imposaible to
fail four of the five tests., However, Ethyl's data is sufficient
to apply EPA‘s previocusly used “cauee or contribute® portion of the
statiatical testa, Application of that portion of the tests to the

Ethyl data indicate that MMT wvould not cause or contribute teo
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vehicles failing the 1994 model year standard. At the same tima,
however, EPA is troubled about some aspects of the statistical

tests (as explained above).

In any event, in regard tao both current and future standards,
the Agency has reason to believe that for conditions other than
thoae used by Ethyl in its test program, the Ethyl test data may
gignificantly unaeratutq,;ng_affect~efwHnT*6ﬁ“HC’EEIEEIEEET—__—_~—~—_F

Ethyl employed two independent laboratories® to test its
fleat of 48 model year 1388, light-duty vehicles (i.e. passenger
care), including three pairs of vehicles in each 6: eiéht nodel
groups representing a broad spectrum (over 50 percent) of the
national 1988 car fleet. RAftor alli of the vehicles had accumulated
1000 miles on & clear (i.e., no MMT added) test fuel referred to as
"Howell EEE"™, one vehicle from each pair was operated on the sama
clear fuel (the control vehicle) and the other vehicle from each
pair was switched to a test fuel compoged of the clear fuel te-
which HiTEC 3000 was added at a level of 1/32 gpg Mn_ (the MMT
vehicle).

Each of the vehicles was tested for HC, CO and NOx exhaust

emissioens at 1000 milee tc establish matched vehicle pairs and

B EPA and Ethyl's contract laboratoriea performed
correlation teeta (i.e., tests to neasure the variability of
enmissions results between laboratories) and found the correlation
to be good.

" Howell EEE is a high-quality gasoline with very tight
specification of chemical and physical properties. Ethyl stated
that it used Howell EEE in order to minimize bage fuel]l variations
over the life of the test program so that MMT-induced changes could
be better i{solated.
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then, after switching haif the vehicleg to MMT-containing tuél, at
each 5000-mile interval to 75,000 miles in the case of most vehicle
pairs and to 100,000 miles in the cage of several. The actual
enissions testing at each of the mileage increments vas performed
using clear fuel for both the control vehicles and the MMT

vehicles. This was done sc that the effect of accumulating mileage——

e e

———with—MMT could be isolated, since past research indicatea (and
Ethyl agrees) that the emissions ef(ecta of MMT results from
manganese accuzulation over many miles of use, not from the
instantaneocus effect cof adding MMT to the fuel. To accumulate
mileage, Ethyl utilized the "Alternative Mileage Accumulation
Cycle®” (AMA) which is a standard procedure utilized to accuxmulate
wileage for certification purpeses.”

Ethyl subjected its test data to the statistical analyses used
by EPA in its paet consideration of a request by Ethyl to use MMT
and to further analyses dsveloped by an independent contractor,
Based on these analysaes, one Ethyl centractor reported the

following results: MMT at the requested concentration had a

A driving cycle is a description of how to drive a
vehicle te accumulate mileage including such things as a what
percentage of driving should be done at what speed and vhat the
ovarall average speed should be. The AMA cycle is described in EPA
Mobile Source Advisery Circular 37-A, (See Docket A-91-46) and is
essentially prescribed for use by manufacturers to accumulate
nileage for certification of vehicles (See 40 CFR 86.092-26). A
driving cycle is used so that test vehicles accumulate wmileage in
a manner that is supposedly representative of in-use vehicles, The
emigeions of a test vehicle that has accumulated mileage according
to a driving cycle representative of jin-use vehicles are more
likely to De rspreaentative of in-use vehicles' eomissions. There
ara actually three saltaernative cycles associsted with the AMA;
however, the average speeds of the -threes alternativea are very
eimilar ranging from 29.9 mph to 30.72 mwph.
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beneficial impact on Nox edissionsg, reducing them on average by
0.07 gpmw for the first 50,000 miles and 0.11 gpm averaged over
75,000 miles. It also had a beneficial impact on €O emissions,
reducing them on average by 0.09 gpm for the first 50,000 miles and

0.22 gpm averaged over 75,000 miles. Only in the case of HC

enissions did Ethyl's analysis ind1cn:g_zhat_unm—had—any—pdversa‘“"“‘”‘“

effect: HNC emissions were on average 0.018 gpw greater for the MMT
vehicles both for the first 50,000 miles and for 75,000 miles.*
Ethyl also submitted data on the catalyst efficiency of.tha
vehicles which it tegted. Ethyl performed back-pressure tests” on
all itg vehicle fleet except cne model group after accumulation of
75,000 miles. Back-pressure tests were alge performed on a pair of
Ford Crewn Victorias, one operated On MMT-fuel and one on clear
fuel, at speeds higher than those used in Ethyl's s8-vehicle test
Pregram.” The results of these tests indicate that back-pressure
vas net significantly different in the MMT vehiclés wvhen compared

to the clear fuel vehicles. Ethyl also operated two 5.7 liter

» Ethyl 1990 waiver Application, Appendix 2a. PpP. D-2S
ghrough D=-27. (Based on integrated emissiong analysis of data set
THYL4S2.)

7 Back pressure tests are used to determine if significant
Plugging haa eccurred in a vehicle's catalyst. The total pressure
ahead of the catalyst ig back pressure. This pressure is a peasure
of conatriction in fleow through the exhaust system cauged by flow
of the exhaust through the emissions control gyatam and the nojige-
reducing componenta of the vehicle. If plugging has occurred in a
vehicle, the total preseura eshead of {ts catalyst, the back
Pressure, eshould be greater than expected (e.g9., greater than a
matching econtrol vehicle).

n In this program the maximug speed was 65 mph for the
first 25,000 miles and 80 ®ph for an additional 10,000 miles.
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Corvettes at extremely high epeeds (100 mph) for 25,000 miles, one
using MMT fuel and one using clear fuel. Although similar in
magnitude, the back pressure for the MNT vehicle was slightly
higher than that for the clear vehicle. Ethyl alse presented

catalyst efficiency™ data based on engine-out emissions of its

fleet and based on "slave englne"_Egggiggfmzn:whal!«otwita“fiiﬁf?"

-.———Resulta of the slave engine testing indicated no statistically

significant difference between the catalyst efficiencies for the
MMT vehicle components when conpared with the clear vehicle
compenents. Finally, four Chevrolet Corasicas wvere operated to
100,000 iiles.'tuo-utilizing MMT fuel and two with clear fuel. The
purpose of this testing was to investigate the MMT's effect on the
catalyst for a longer mileage interval than the 75,000 miles over
which most of Ethyl's fleet was driven. Hewvever, these Corsicas
were not driven at speeds different from the vehicles in Ethyl's
48-vehicle program. Catalyst efficiencies of the MMT vehiclas vwere
not significantly different. wvhen compared to the clear fuel
vehicles. |

A3 menticned previously, Ford presented briginal test data

» Catalyat efficiency is a measure of what fraction of the
enissiona entering the catalyst are actually removed (or catalyzed)
by the catalyst. .

“ "slave engine testing" is the testing of vehicle
conponents on & single engine which is not in a vehicle. In this
cage, catalyst efficiencies between contrel and MMT vehicles were
investigated using exhaust gases from this aingle engine which vere
routed through the removed catalysts. This would likely result in
a more accurate analysis of catalyst efficiency, since one possible
confounding factor, vshicle to vehicls variability, weuld be
elinminated.

o 2 s it =
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Which Pord sajg Supported {ts contentjon that actual §n-yse MMT-
induced He enisaiong increases are potentially rar greater than
those reported by Bthyl. Y Fporg conducted testing on 3 more
limited scale utilizing eight vehicles, repregenting two model
g9roups, run for 105,000 miles. Ford chose two wodel groups which

are representativg of its newest technology vehicles. One (the

Explorer) rqn;ggnntad—4k—eechnctuqy that Ford believed may be

Passenger carg. The other Bodel group, the Escorts, had ciose
coupled catalysts, a design which jg being incorporated into many
hev vehicles in order to meat tighter euiﬁsions standards. Lijke
Ethyl, Ford used both vehicles run en clear fuel and vehicles run
on fuel containing 1732 gpg MMT, Hovever, Ford'a test progranm
differed frop Ethyl's Program in geveral vays. When accumulating
nileuqa, Ford utilizeq A commercial gasoline vhich contained all of
the additivgs (detergents, ete.) typically found in such fuels. as
rentioned Previously, Ethyl utilized a very high guality test fuel
with tight specifications and No additives,. (Rlthough uged for
actual  emissiong testing Purposes, Ethyl'g fuel would net pe
adlloved fer Blleage accumulation wvhen certifying vehicles since it

is not Tepresentative of in-uge fuel.) When accunulating mileage,

underqo correlation testing and the data indicate that correlation
is gooq betwveen the labs, (See Bemorandum, wvith attached data,
frow Martin p, Reineman, EpPa Manager of Correlation and Engineering
Serric-a, Office of Mobile Sources, January 3, 1992, Docket A-91-
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Ford utilized what it called its "durability cycle" which it had
previously developed. : Compared to the AMA cycle used by Ethyl,
Ford's driving cycle has a higher average speed (54 miles per hour
(mph) versus 20 mph), and a higher percentage of high speed
driving.? (As previcusly mentioned, Ethyl utilized the AMA cycle

used for certification purposes.) Adg;gggggliy. in the Ford ... ..

o = £

program, vehlcles were tested for emissions at five wmileage
intervale (5,000, 20,000, 55,000, 85,000Y and 105,000 miles) and
six emissjiong tests were done at each testing interval. Ethyl, by
comparison, conducted testing every 5,000 miles to 75,000 milea (1S
intervale) and utilized two emissions tests at each interval.“
Ford‘'s MMT vehicles shoved HC emissions 0.12 gpm higher, on
avereage, than the control vehicles (compared with 0.018 gpm &een in
the Ethyl program).

Ethyl stated that the Ford results generally reflect the

emicsions performance of a single test vehicle and that the results

a Ford indicated that drivers whe accumulated mileage in

its test program were asked to follow posted speed limits. Ford
indicated that the cycle consisted of S% city driving (25 to
45 oph), 5% gravel or off road driving (25 to 45 mph), 20% rural
driving (4S5 to 55 mph), and 70% highway driving (65 mph). Posted
speed limits are shown in parentheses. By way of compariasen, the
AMA cycle consisgte of 16.1% of driving at 30 mph, 22.6 at 35 umph,
20.9 at 40 mph, 6.4 at 45 mph, 17% at variable speed and one cof the
three following cptions: 16.7% at 50 mph or 16.5% at 55 mph or
8.6% and 7.9% at 55 mph and 70 mph, respectively. o

“ In fact, only two of the four Egcorta were tested at
85,000 miles.

- “ Although Ethyl conducted additional emissions teets at
some mileage intervals when the initial two tests showed high
variation, these additicnal tests were not used in Ethyl's snalysis
of its data.
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are not credible., EPA evaluated the Ford data and has conciuded
that the Ford HC test data represent a very small set of model
groups, Only two, that wvers not selected through a statistical
sampling procese, Thus, very little can be said in a purely
statistical way about the implicaticna that the sample results have
for the performance of the vehicle fleet a3 a whole. The Ford data

e

have, howvever, been examined on a model-by-model bBa&ia to see what

they tell us about the likely behavior of vehicles from each of the
two model groups.

The Ford Eacort data failed three of the five tests performed
on them.’* Data from the Explorer model failed all give taeste.
Thus the picture that emerges from examining the HC data for these
models {3 one of definite incréasee asseociated with MMT in both
czses. In one of the two models the increase was not sufficlent to
canse a failure of the current HC standard by the "cause or

contribute" teat and one other test. In the other medel, the

Explorers, the {ncrease brings about an uneguivecal failure of the
current HC emiseions standard.

Ford also exchanged the catalysts and exygen sensora betwveen
each pair of vehicles after 10b,coo niles of operation and teated
for enmissione effects. Generally, for HC emissions, the MMT

vehicles performed better with components from the control vehicles

“ Tests performed on both wodel groups  vere:
1) deterioration factors teast, 2) violation mileage test, 3)
maxinum percentage exceeding tha standard test, and 4) “causs or
contribute” test. A description of this analysis can be found in

a memo to Docket A-91-46 from John Holley, EPA, dated January 7,
1992,
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and the contrel vehicles' perfaruance degraded when run with
components from the MMT vehicles. ‘(3 graphical sunnary of the
;results -ot thié "cemponeﬁt iﬁkerchanqé" data can be saen in
Apﬁehdii‘l;) Ford concluded that tha data clearly show that MMT
iﬁpairn toa significant deqree the pettarn&ncq ot'emissiqn control

'devices.

~ .Toyota alse aubuitted data on .a single vehicle which vag
operated for Jo,ooo miles on HHT-containing fuel after vhich the.
oxygen sensor and catalyst!were replaced with new components and
then driven on fue)l not containing ﬁﬁ? for 30,000 miles. Toyota
also used a driving ;ycle vith an average apeed (41.7 wmph) highaz
than,ihat used by Ethyl for mileage aécuﬁulatipn and used rﬁei vith
what Toyota believed was a talatively high tfaca level of lead than
thét'usually faund in unleaded qascllno‘(o.OQGS gpg lead) and_cil
with a relatively high phoéphcrualleval,(o.ll weiéht_percen:j.
 Toyota referred to this test pracedure as the "Toyota 5-lapa" and
presented evidence which it said aquested that the catalyst
degradation seen. by vehicles using the Toyota 9-Lap test was very
similar to in-use catalysts tested by Toyota. Hence, Toyota
sugqeated,»thesn nadjustments” made in c;eatinq the Tcyot349-L§p
make the testing of a vehicle more coﬁqiétent witﬁ what would
haﬁpen in actual in-use driving. Toycta's data indicated an HC
level a!ter thc firast 30,000 miles of vehiclae usa (on MHT fuel)
about 0.1 qpn higher than the same vehicle a!tnr the vahioln was -
dtlven for a second 30,000 mile interval with a nev catalyst and

oxygen sensor. Toyota also submitted data indicating thé: the
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efficiency at which the catalyat vas operating for the HHT-exposed
compcnents was' lesa than that for the non-MMT exposed components

Ethyl ctiticized both the Ford data and tha Toyota data

Ethyl stated that the Ford "fleet' 15 not rapresantative of the.

national fleet in that it contains only tvo medel ‘groups and that

Ahalt o! the vehiclas (the Explorers) wnrc “prctotypc vehicles"

'ug;gp;gaenzativa~o£~any—extsttﬁ-—iroduct1on vehicles. EPA aqtees
‘with‘sthyl that the'rord test vehicles are not rgpresantative of
the entirze Ufsl fleet. As.nenticbed eariler, the fact that Ford's
Ttleat is not iepteeentativa is one of tha reasons that Pctd's-aata

is insufficient to determine, using EPA's past statistical tests,

whether MMT will cause or contribute to éigniticaht'eaissions-

noncohpliance; At the same time, the Escort and Explorer repraesent
aigniticant pattion ‘of tha vehicle tleot,‘about four percent of

vehicle sales for 1991 in the . §.4 More 1nportantly. Fotd'a data

is sufficlent to indicate that MMT may affact vehicles pore

adversely under operatinq condltiona dirferent from thoae Ethyl
vsed in its test program. The concern that Ford's data raises is
not so much that particular nodels like the;'Escotts and the
Expleorers are pore sensitive to MMT expasure-thah'athars. but that
dif!arenc-afin driving cyclé or other operating conditions may lead
to differences in MfP's emiseions offect. If operating conditions
are key to MMT's effect, then naﬁy,<ot aven uoaﬁ.’nodclé may .be
more sericusly affected by MXT than Ethyl's data indlcat- under

certain conditions. As a reeult, EPA beliavos Ferd's data uay be

“ Automotive News, December 9, 1991.
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-instructiv- despite the fact that Ford tested only tvo medels,

Ethyl was also concerned ‘that the Explorere which Ford used

weze "prototypes" upxepresentative oz existinq production vehiclea«

Ferd has stated _that - the Explorera teeted are different from

productien vehiclea only in theit enqine desiqn and air pump, which -

are repreg_n;n:lve—oc—%sei—madei‘YEii‘ﬁ?Eductien engxnea and air |

pumps. cheover. nhone of the Explerers' esission control related
equipment ({.g., Catalyst and oxygen sensor) are difterent from
current model vehicles. Baged on itg knewledge of vehicle design
and development, the Agency believes that these vehicles ‘are
subueantially eimilar to vehicles vhich are currently used or vill

be used {n the future. - For the reasonhs given earlier, EPA believes

that teatinq of sucn ptetctype vehiclee is appropziate because .

MNT's effect on vehicles' ability to meet the 1994 model year
scandarde is relevant to whether MMT ehould be granted & vaiver.
‘Ethyl - also criticized Ford's component interchange data
 pointing out that, for at least ‘some of the Ford - component
interchange data, wvhen the Hc emieeione increased after putting an
HHT-exPOSed catalyet in a clear vehicle €O and No: enigaions did
not likevise increase. Ethyl concluded that {f "tho additive had

" truly 1npn1:od the catalyst, one veuld expect to see this

ihpairaent reflected fer alj enissicns, not just He onlsaiena né7 _

EPA does not agree. In order to draw thig cencluaion, one would
have to apsume that the cheuical and phyeicel procaasses vhereby

each exhaust species ig catalyzed are identical This {s not the

" Ethyl comments, November 26, 1991, 21.
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case.. The catalyst component material vhich breaks dewn HC and €O

is different tban that which breaks dcwn NOx. -.Fuztherueta. the'}’
phy;ical and cbenical'ptocesses 1nvo1ved in catalysls of €O and HC,
such as surface adsorption, .are difterenc.ﬂ : Additionally. the ﬁ

ccmplex intezactions betveen these exhaust species, the catalyst‘

. and manganese are not nndatatccd Therafore, it xe not pcsaible to

Ty

conclude that the presance of nanqanese on the catalyse shculd
effect all speciee in the sape manner. Therefore, tho Aqency
believes that the mere fact that different emissions were affected
ditterently by the apparent catalylt degradation seen by Ford doas
net, in itself, inpugn the Ford data.

Ethyl alsc stated that vehicle uaintenance logs previded by

 Ford demonstrated 1nconsistent ;reatnent of its test vehicles.

.Etﬁyl indicated that Ford replaced 1qnit1ah‘systen ccmponéﬁts ;nd

sparkX plugs apparently using d££fefent types of components in

different vehiclei'of,the'sama model type. Concerning these

issues, Ford noted that, dufing the course of the test progranm,

spark pluge slightly different from. the initial coppenents were -

used as replacement bart; for some veniCIea."Ford stataed that the
plugs vere of the same type and héat range as the initjal plugs.
‘The Ahgency believes thaﬁ this type of slight variation in plug
design would 1ik01y not materially effect eniéuidna of the vehicle

since the plug was the appropriate application and heat range. As

“Hotercgeneoun Catalysis: Principle & Applicaclona 2nd ed.
G.C. Bond, Clarendon Prees, Oxford, 1967.

Heterogeneous Catalysis in Practice, Charles Sattertield,
McGraw-Hill, New York, 1980, ‘
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to the iqnition systenm comﬁohent chanqéé,-roid has stated that
these cowponents were materxally 1dent1cal, were of a design which
" haa previously proven their duzabilzty and reliability and which
. wauld not uccount tor any enisaxon or enisaion detetioratxon

dltterences between the vehicles Hance, the Agency agrees that

_____ﬂ____stincted~eha—eaxsuténs differences’ batveen the vehicles because the
components vere, as s;ated by Ferd, materially identical.
2thy1 also sﬁated that-Ford‘é vehicles experienced elactronic
engine control sottware prcblems and that vehicle maintenance logs
provided by Ford demenattated inconeistent treatment of {ts test
. vehicles. . ,Tha software problems to which Ethyl refers are
concerned with occuirancgs in Ford‘'s haintenancb legs which
indicate zhat'the'ﬁehack enqine'11th““ wag illuminated. 1In its
. reply ccnnents, Ford indicated that enqineerinq evaluations of the
vehicles vere conducted after any check light 111unination and that'
these evaluations did net indicate emles;cna system malfunctions,
‘but, rather, that the sensing lagic or uethcdalcq;ae associated
vith these devices wers shown to be mors aenaitiva than necessary.
The Agency believes . that, ;acking any additional informaticn

regarding. the emissions-related® signiticancb of illumination of

o Theue diagnestic lighta indicate to the driver (by
111uaination) that thers may be a problem associated with a vehicle
component. "“Software" or computer directiocns which are associated
with this feature "tall" the light wvhen to illuminate as s result
of electronic aignall which emanate ¢from various vehicle
compenents. '

» The Agency has defined aniasiona-related Baintenance at
40 CFR 86.090-2S.

p.44

the change 1n 1gn1tion components that tgok placa vould net have. ...
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- these lights, engineering evaluationg ﬁ?'ford théf‘the 111um1natich _
-were due to an overly ;en91tivd,idqic desigﬁ ére sufficiént'ia
reassufe the Agency that'thefiiluﬁiﬁatidn of thesa‘deViceé did not

" indicate ~ emissions p:dbleh54-'ﬁhich ~should be taken into -

| cqnsideration.,'

Ethyl also nQted;_zha;——éB&sa%cnevéﬁestéumwert-“nnt““;iﬁi??";__
conducied by Fordﬁbetbré'and attér'nalntenénce'gt its vehicles. \
Ford has supplied data that indicate that it did conduct emissions
tests pfibr to and after emisgxons-falgtgg nainienance. It would
be nighly unlixély that non-emissions-related paintenance would
have ény effect on emissions perfotmance. In fact, tha_reéulatians
- for certification do hot'requiré emissions testing before and after
all‘unséheduled'naintenance. Therefore, the Agency believes that
ﬁesting' beféra and after eqiéeﬁons«éalated meintenance is
| sufficient to_asaufe that the breakdewn of conpdnaﬁta within the
" vehicle did not drive the emissions changes éeen:by Ford.

Ethyl also pointed out that a "prep" cycle® was not conducied
by Ford ptioi to emissions testing, Ford has replied that a prep
cycle uaﬁ conducted juat prior to euiasiuna'teating of the first of
several tebeatedAteats but nni before each subsequent test of a
-seiies of teste at each mileage 1ntgrva1. ‘The Agency agrees vith

Ford that an additional prép cycle prior.to each repeated test at

. & single mileage interval vould not have signiticantly altered the

9 A "prep" cycle is the driving of a vehicle for a short
distance prior to the actual emissions test to ensure that erratic
driving or unusual conditions (e.g., extreme heat or cold) just
prior to teeting, does not have an undus influence on the emissions
test, itself. .
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results of thé emissions tests. 1In the case of auhsequent tests -

atter the initial emiesions test (uhich was itself proceeded by 3

prep cycle), driving asscciated vith the previous enissions test
' vould ensure that no erratic circunstancaa had been enccuntered

pricr to teatinq the vehicle. Furthermnre, since both clear and

HHT vehiclaa vera treatad similarly. any,2112_;gngg~4nwentsstuua—————

P Y

_ betve-n the two would likely not be due to lack of & prep cycle. L

Ethyl also argued that the driving cycle used by Ford was not
the cycle used for certification testing and, in any event, vas not
reprosentative of actual in-use dzlvinq. The fact that Ford used
other tpan the certification dutabilitf cycle is not, by itself, a
problem with Fordis test program. The pﬁrpose of the certification
"durabiligy cycle is té‘reﬁreeént in=uge driving for the purpaese of

determininq wvhether & production protdtype vehicle will »meet

'emissiona ‘atandards in-uae Az - a watter o!\ptdctiéality. the

Agency has required the use of a specified "average" cycla tor
uileaqe accumulaticn in the certificatlnn of vehiclea However,

the Agency believes that driving habits, like any.huuan activity,

vary over a range. Kence, it is ressonable, when evidence is.

préaehted suggesting that a driving cycle outsida that used for

certification may result in very different effects from uae of an

qdditive, that the Agency consider’ the repercussions of such

effacts. Purtherﬁora. some automakers, believe that vehiclaunare

subjected to more saevera conditions in-uss than the certification

3 See memorandum from Martin E. Reinesman, EPA Mahager of
Correlation and Engineering Servicea, Office of Mobile Sources,
January 3, 1992, Docket A-91-46.
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cycle representa. Since éuﬁonékera.whoae véhlcles do not'cdmply

. With standards {n-use face recall of their noncomplying vehicles,

they have a .sirong incentive to realistically app.rn‘ise" ‘in-use

_conditions for their gtfec§ on vehicle emisslonsﬁcbmpliqnce and ta

test their carsAaecordingiy. Thus, ?otd?s,nse.o: other than the

certification cycle 15 not necessarily 1hqurépz15:aff

EPA agrees that the Eaid test prog:dn used a dfiving cycle
that was not representative of "average" in-use driving. Indeed,
the Agency doubts that the Ford cycle is representative 6! the
experience ot_uoré thaﬁ glfew in-use Qeﬁicles. Notwithstanding
this, the Ford progtaﬁ doea‘auggesi thég, under conditions othei
tﬁan thosé'used in the Ethyl prograu, vehicles show substantially
‘higher . MMT-induced HC emissions increases than those found by
Eﬁhyl. Because of the relationship described earlier bn:vegn high

driving'apéeda, engine temperatures and manganesa depoaition, EPA

believes that the difference in driving cycles between the Ethyl

and Ford test programs is the likely reascn for at least some of
the differences in test results. The Agéncy believes that the Juu
cycle that Ethyl used reflects a nileage accumulation driving cycle
] that approgchoé the average; bauever; avajlable data on'driving
cyé;e<1- inadequate to reiiably establish the distribution of

d:iving cycles around the average cycle.® In fact, the Agency is

R EPA found four data cets concerninq, in-use driving
cycles. Twvo of them do not provide any i{nformation on the

distribution of driving cycles around the average. A third gset is

based on diaries kept by vehicle owners and as such is not as
reliable as data based on independently monitored vehicles. The
third data set also doesg noet reflect actual speed travelled. The
fourth set ias based on well-monitored (by instruments inserted in
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currdntly‘investiqatlng the driviné éycles.to vhich in-use vehiclea
are subjected as part of its 1np1enentat1on of sectlon 206 of the
hct._ This data will not be availablo until the spring oz 1992,
since thﬁ aqency has ‘enly 180 daya to . cansidez a va;ver
application, it was not poseible to detarnine, vith reasanahle‘

con!idenco, how pany vehicles are aubjected to driving cycles "nere.

‘severe” ({.e., h;ggg;,ﬁpeedy—thanwgha~uvef"ia or how much mere

b et

aevgré;y«thase'cars are driven. .Evén {f the distribution of
driving cyglés around thé average were known, the Agency does,not
have encugh information to determine how the HC emiééicna increaseg
seen in tha Ethyl pregram would be affected by driving cycles pore
severe than the AHA but less severe than Ford's. The only data
points it has on the effect of drlving cycla eon HNT-induced‘Hc
increasea are those Zrau tha Ethyl and Ford test pragraua Until
| .aaditianal testing ia dcne using driving cycles 1nternadiate 1n 
Asevetity to the Ethyl and Ford cycleg. EPA cannct map the shape of
- the curve Hefining.thé xelatiénship.betveen driving cycle and MMT
HC effect -~ it could ke linear or theré could be a "threshold"
point after whiqh MNT'B effect does not worsen. Thus, despite the
fact that Ford's driving cycle ig not representative of in-use

' driﬁing,rita uge appeara to have;confirued':hat MHT's nt:ect on HC

- the vehicle) vehicles but {s limited to a relatively small nuzber
of vehicles in one area of the country over a relatively short
period and thus is not broad-based enough to permit generalizing to
the rest of the country. Furthermore, it has beesn suggested that
the use of instrument monitored vehicles to study driving habits -
may akev the results gince an aperator may drive differently if the
~operator knows his driving is being constantly monitored. (See
"Da?a trow Driving Cycle Studies™, EPA submission to Docket A-91-
46
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increases will uofseh uith more severe driving' Until mére is
known about in-use vehicles' driving cycles and the ettects of
thoae cyclec on KHT~induced HC increases, EPA cannot conclude that-
}MT will not cause ar contrlbute to emiasxcns increases hased on
the Ethyl data alane. : Furthermore, altheugh the Toyota test
program design is open to some criticisn“,~tha.liuiaeé—data~ts'”"

—————-—~*~sugqéi€IV§’ of a 2 latqer MMT-induced increase ‘in HC emissions
especially in ‘light ‘of 1ta ‘similarity teo the{?c:d data.

Ethyl ;h#icated that the.high-apeed ﬁe#;inq wﬁich‘it had
performed 4nd1ca;éq that no catalyst prpblens/ahculd‘oc:uz a;
driving cf&laa ou;aide of “the'avetaQe". Catalyet durability tests
performed by Ethyl on most of 1tsyaaivéh1cle fleet 2as we11 as on |
ather_vehicléa which vere driven using high-epéed or high»at:ass
driving cycles wers évaluated by EPK. Aa nentioned pxeviously,
these involved hack-pressure tests on the 48~vehicla fleet after
75,000 wiles, on two Crewn Victorias driven at higher speads for aA
toﬁél of 4S.b6o miles, and on two corvétten driven for 25,000 miles
at very high speeds, Tﬁé ;aevehlcle fleet data appesr to indicate
that gt higher lnileagc _(7§;ooai_n11ea)"anq fdr the driving

“ For example, the use of the sane vehiclo as a eentrol and

an HHT vehicle by Toyota has been criticized as poor program design
since any chaerved MMT-gffect could be simply due to variation
betveen the quality of components. (When a separate control and
teet vehicle is used, this variability can be taken into account.)
Toyota believes that sinca the “contrel®™ portion of the test
ocgurred after the vehicle had been exposed to MMT, if anything
this would pinimize the differences in HC emissiong betveen the MNT
and contrel vehicle.

The addition of slightly nigher contaminatien lavels of lead
(in the gageline) and phosphorus (in the metor cil) by Toyeta also
may have led to increased catalyst degradation.
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~conditions under vhich Ethyl's 48-vehicle fleet was tosted (the 30y

- driving cycle), little,otuno plugqiﬁg cccurred.. The‘testa én the

some4§ggll5amount»e£4ipcféiggd Plugging occurred.

EPA does not‘balieve that Ethyl'g back-presaure tést'data
establishes that MMT's emissions effect ig not wvorsened by more

severe dziving, ‘The back-pressure data for vehicles that wvere

thé véhicles"usetul life, Hence, aithduqh the 75,000-mile fleet
back~preas¢ré testing ;ndicatas.littla plugging, the data on the
poteﬁtin; ‘toi 'high  speed dtiéinQ» toA:ihcreaaé plbqging is fob
linitedvtb'cone £a'a statistibally sound canciuéion. Furthernore,l
it ig not app&rent that pldgging of the cataiyst 1# th-:only

mechanism vhich may resylt in.increaéed HC emissions or catalyst

degradatjon, In facg.; automakers and catalyst Banufacturers

‘Likewise, the catalyst efficiency data vas collected on
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cetalyst efficiency at higher speed. cyclea for'a zeptesentative
number of vehicles over the appropriata "ugeful life" of the
.vehiclea.f ; ‘ ' |
| Y- menticned previously, Environment Canada, in its commenta,
‘stated that it had little data on MMT effects on Canadian vehicles,
but "that it appeared that only a relatively small number of

e —

catalyggg_*éggzéllsé.ﬁnnc_canadianr—vehthEE'"ﬁEET~EEEK-ﬂ;§verse1y
mﬂ_-—f;;;;;ced by plugging. It indicated, however, that difference
'betveen the Canadian and‘Uhitea States:vehicle emission control
programs made it less likely that any catalyst plugging would be
discerned in canada than might be the case in the United States.
In light of these commente. EPA did not find Canada's experience
instructive | ‘
The Agency believes that uithcut additional investigation as
lto vhat parameters alter the effect of MMT on emissicns, it is
impoesible to say gzggigg;x why Ford (or Tcyota) saw significantly
‘greater emissions increases with MMT use than Ethyl saw. As noted
earlier, EPXVbelievec a likely candidate parameter to explain the
differences betwveen the Ford ana Ethyl resulte is driving cycle.
In the pasﬁ, the Adency hae said that in order to meet the secticn
211(f) (4) burden, it is reasonable for an appiicant to choose a
representative eubaet of the fleet tc predict what effect the
additive vculd havelcn the entire U.S. fleet. Hence, the Agency
has alcays'acceptad data fron test prcgrams_ﬁhich "model" the fleet
in suppcct of wajiver applications. Nevertheless, if an interested

party were to present data that a potentially significant subset of
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‘the tleet, not tested by the applicant, was espec1ally susceptible

to the negative effects of the additive, it would not be

;unreaaonable tct the hgency to require specitic testing: on.

representat;ve nodels of that sub-fleet. Likevzae. the Agency in

the past has accepted emissions testing based on “average" driving

cycles using “avergge"rfuelsvfor éddit;gg_;gszing;_fln_:bistASeT;Q:~

hcwevef; Ford has presented reasonably reliable data that suggéat
;hat MMT ﬁay have a éiqnificahtly different effect on a potentially
- signifieant subset--of‘ the fleet that operates outside of the
vaverage" based upon factors othér»than modél type (such as driving
. eyele). Further, Toyota has presented data that, although
’prablematic, is notably similar to the Ford data In the face of
such data, the Agency may reasonably conclude that the waiver
applicant-has not met ite burdgn of establishing ihat.its additng
will not ceuse or contribute"tg vehicles' noncompliance with
emisalons standards ‘and that testing undet certain "non-average"

conditions is required

Ethyl has asserted in its application that upon presentation

of a prima :gsig case that use of HITEC 3000 will not cause or

~contribute to the failurerf emission control devices to meet

‘applicable standarde, the hgtden of proof then shifts to others

trying to refuté or critique that c&ée. EPA does not agree. The
- gtatute states that-iha waiver applicant must estaklish that-the
additive does not cause or cbntribute to any vehicle's failure to
meet the emission st'andards with respect to which it has been

certified. Nawheré does it provide that the burden of proof shif;s
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© upon an applicant making a8 primg zggig case. EPA believes the

| hurden etays with the appliCant vhich has the financial interest

in obtaining the waiver It would not ‘be reoeonahle to requxre'

ether entities without a financial intereet in the waive: to expend

the: kind of resources a waiver applicant must ecmetimes expend to

develop dato adequate for use in EPA'B statistical tests. It is.

—

' enough that other interested entities provide reaeonably reliable
data that raises a eubetantial douht that the waiver applicant has
failed to make the required showing. The"burden,ie-then on the
iuaiVer eppiicant to address the doubt,teieed by the additicnal
~ data. '.'_ | |
Ethyl elso ciaihs that EPA duet decide iseeee,of fao; in
waiver~decieione based on the preponderance of the evideECG in the
record. Section 211(f)(4), however, does not Specify thie standard
of proof.. Rathet.,it provides that the waiver-applicant.must
"establish" that its fuel will not cause or’dontribute to vehicle
emission noncompliance. Where, as here, there is insufficient data
to a make a determination one way or another on impoztaotﬂfactuol

ieeuee,-Ethyl may not use a prepondefance of evidence test to

hootettap the fequisite -showing. Until data exist ' that are

adequate to meke the relevant determinatione with reaeonahle
| confidence, Ethyl has not eg;gplighgg that MMT will not cause or
contribute to emissions noncompliance.

‘vBeyond that; the conclusions to thch Ethyl's evidence peint
do not address the conclusions that result from the Ford evidence.

As etated above, the results of the Ford data indicate that factors
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other than those taken into account in Etnyl s test prograp may
significantly and adversely intluence the emissions eaused by the
additicn of n;wac 3000 to unleaded gasollne | e
Ethyl 8 test data ‘indicate that, when BPA's traditional
statxstxcal tests are applied the 0.018 gpm increase in HC

.emissions vould nat cause or contribute to vehiclee__xailu:e_xo——————-—

neet eniss4ons standards. - On thia baeis Ethyl claimed that {t had
made7its stetutorily required ehoulnq. Rowever, Ethyl's data do
not address ghe'fact that a potentially significant subset of the
fleet may'be susceptible to the negative effectslct HiTEC 3000.
Altﬁough‘the'ford data daes,nbe uneguivocally demonstgate that
4H1Tﬁc 3000 deea cause of'contribﬁte.to the'failure of vehicles to
meet standards, the Ford data show that some factor or combination
of taetors can cause emiseions increases far larger than thoee
vebeerved by Ethyl. nozeover, although 1t can pe hypothesized what
these facto;(s) may be, the Agency cannot say with any degree of
‘certeiﬁef why Ford'e»§ehic1es'demonstreted such a different MMT-
induced emiseions increase. Finally, the uncertainty'posed by the )
possibility of incregses higher than thqsei seen by 'Ethyi is
., complicated bﬁ the fact .that, beginning in model year 1994,
vehicles must meet new more etringent hyd?ocarbon‘ emiseien
eatandarde over a Lohger useful life. (A deéctiption of these new
more stringent standards can be found in )ppendix 2.) . Thus, any ;
; NMT-lndueed increase in euiseions over and aboye those seen by the
Ethyl progranm Qould be even more significant in contributing to

vehicles to fail standarde. Until the factor which caused the
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differences between the Ford and Ethyl test progzama can be

isolated and the effact that this parameter may have on HHT-induced

euzssicna changes can ‘be . investigated, vhether MMT - will cause or-

| :ontribute to vehicles failing to meet emiesiana standazda cannot
be deteznined ‘Thus, the Agency nust deny the application.l

B. Other Iseues

"expressed concerns about the possihle adverse health effects of an
1ncreasa in airborne manganese. The bulk of these concerns dealt
primarily with first,-tha known severe neurotnxic effect of high-
level exposure to nanganese through ihhalatiqn, and, sehond. vith
the praofound lack of data regarding the chronic effects of 16ve
‘level inhalaticn éxpeéure te manganese in hum#ns.', It wvas
‘fépgatedly pointed ocut by commenters that neurotoxic damage could

occur prier to the onset of overt symptons .

Ethyl submitted comments regardinq manganese emigsions. It is

Ethyl' 8 positicn that the manganese emissions resultxng ftom the
use of MMT in unleaded gasoline would be €0 small as to not
materially affect human.exposﬁre to airborne'ma;gaqeae; In support
of this viaé, Ethyl suﬁmitted analyses in its 1990 application (and
subsequent cohméntd) as well as further ahalyaes and data on
equsure.nodeling:nnd monitpring in its 1991 applicatien.

During EPA's consideiation of the 1990 Ethyl s&bnisaioh. EPA's
otticé of Research'an&7uevelapﬁent (ORD) conducted & manganese
inhalation risk assessment based on the available data which found

that becsuse of "the considerable uncertainties and data gape in

Aaznentioned‘é;auiausly—4n~thiﬁ—HEEIETSET—EEE;_;;;;enters. 
M‘ .
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»tho available 1nfcrmation.. it is not gcesibie ... to conclude
datinitively that the increased use eof HH'I' as a fuel. additive vill
(or Uill not) increase public health risk. % (DRD ‘also

-.'1nveat1gated pctential hazards asseciated with water ccntaninetien'

‘ Iresultinq trom accidental epills or 1eakagea of pure MMT -and

P.56

concluded that vhile spills. or leaks would not pose a human heal:h__————

___wﬂ___xisk_—due——to“~qroundwater contamination, available data are

ineutficient to determine vhether spxlle and leaks could affect
exposure to benthie organisms

In order to obtain assistance in describing informatieon needed

‘to imprcve 'its manganese health risk assessment (and also to

inprova 'its environmental hazard identification of §ssues
apsociated with HMT itselt), E?A, in conjunction with Natienal
'Institgte of Envizcnmental .Healih Sciences, . conducted.} a
~Hanganeseluwr Cehterenee on Hatch_lé—ls;-;BSI.i ‘The conference
allcved‘tha.hgency to solicit scientific informatien and judgments
from 1nvited extramural ecientiete r_ef,lec‘ting a wide' range of
ecientific  dieciplines. Invited participants  included

repzesentativee'of Ethyl Corperation, the Envirenmental Defense

Fund, the Centers for Disease Contrel, the U.S. Food and Drug

Administration ana Envirenment Canada. A sunmary of che workshop
discuseion was provided to each participant. The information
.obtained in that peeting was also used by ORD to prepare a

prioritized list of needed research for improving its manganese

5 See "Comments on the Usa of Methylcyclcpentadienyl
Hangenese Tricarbonyl in Unleaded Gasoline", Docket A-90-16.
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‘inhalatieh risk asseasment BPA currently is evaluating oRD's

reeommendatiens. Because the data needed to make 1{g-asonable

a@ vnaal
judgment as to MMT's manganese health effects, this issue remains
, . . : A

unreaolved.

In addition, the Agency is eoncernad about poseib)e additional

atnoepheric loading aaseciated vith widespread use. af MMT_in lighg..——

.....

‘oz”"the eerious _ogone nonattainnent probleu in the v.s. . As
menticned earlier, in 1990 there were still 98 areas, containing
135 hillion people, that violated the ambient ozdne stendnrd. The
megﬁitude.ef-ghe hydtocarhcn increase asseeiated-with the use of
. MMT {8 an eﬁvironment ceﬁcern because hydeecarbons plays a key tole
in the formation of ozone or urban smog and in seeoﬁdary fermatiqn
of particulate matter. |

Using the HC incresse shown by the Ethyl fleet (0.018 gpm) for

1981 and later model vehicles aﬁq & HC increase of 0.09 ter pte-.‘;

1981 model vehicles,® EPA estimates, prior to 19957 that with an

* This 0.09 gpm increase ja based on the Coordinating
Research Council study of MMT (Benson, J.D., and R.J. Campion and

L.J. Painter, "Results of Coordinating Research Council MMT Field’

Test Program", SAE Paper 790706, June 11-1S, 1979, p.6.). Using
Mobile 4.1 data for 1992, almost 14 percent of the gasoline vehicle
miles traveled (VMT) were pre-1981 medel vehicles.

.In 1995, eection 211(k) ©of the Act requires that
refornulated gasoline be sold in at least the nine wverst ozone
nonattainment areas in the country. This provision provides for a
ban on tuels containing heavy metals like Mn unless vaived. It is
premature to predict whether such a wvaiver would be granted and the
extent to which, if granted, refiners might need to compensate in
other ways feor any HC {ncreases due to MMT use.
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B4 percent market penetration for HiTEC 3000,” 'HC increéses for
:the entire natien could be approximately 48,000 tons per year. .
In comparisau, the eatimated RC reductions associated thh full
j<hlpl.elllel'ttat,i\‘al'l of the Tier T standards for passenger cars and.

'llght-duty trucks pzescribed under the new Clean Air Act is

'axpected to ha 193, 600 th_!hQn_fnlly_inplemented—-i-h—ehe——yeer—*——'
2010.% ' |

Ethyl argues that the MMT-induced HC incresses observed in its
test tleet are mitigated by other claimed benefits, First, "real
world" HC enisaions will be less since the replacement of aromatic'
| octane enhancers. by MMT will offset the HC increase and zesult in '
| less reactive emissions.  Becond, HHT use will actually result 1in
'~ decreases in NOX, €O, benzene and fcrmaldehyde emissiona Finally,
-refinery emissjons will decrease and crude oil savinga will be

realized.

s Schotka, Inc¢c., an EPA contractor investigated the likaly
market penetration which would be achieved by HITEC 3000
nationwide. For an all-conventional gasoline scenario (i.e., prier
to the intrcduction of reformulated gascline), Sobotka astinatEG
that 84% of U.S. gasoline would likely utilize HiTEC 3000. (See
Memo frow Sobotka, Inc., dated January 7, 1952 in Docket A-91-46.)

» This estimate is based on a yearly U.S. gasoline
consumption o©f 110 billion gallons (DOE/EIA Petroleum Supply
Monthly, November 1991, Table 5, p.37) and an average nationwide
fuel economy of 19.1 miles per qallon (USEPA Mobiled.l Motor Fuel
Consumption Model, 1991). cCalifornia, vhich representa about 12
percent of U.S. consumption was excluded from this nationwide
figure becauee it has .a statevide statutory prohibitien of
manqanese-cuntaining gasoline additives.

@ "Ozone Naonattainment Analysis Clean Air Amendments of
1990" (september, 1991), a draft report prepared for EFA by E. H.
Pechan & Associates, Inc., pp. 7 & 9.  The tonnage figures were
reduced by 12% to remove California tonnage and make the figures
comparable to MMT increases.
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EPA is still evaluating the validity of Ethyl's argumentS‘ana

their Impact-on total. atmdspheric'icadiﬁg'éhd, as such the Agency

‘hae chosen not to base its deciSLOn in whole or part,'on this
issue.4. ' |

- vig. Findings and Conclusions

As discussed in section.VI agggg+_data submlt:gd tQ,themAgeprU'

by Fard.xndicate thgt the amount of'HC increase resulting from the

use of ﬂiTEC 3000 in gaséiine ﬁéy significant;y depend upen facters
other than thbSe.conSidered by_tthyl. Thé Agencf cannot determine
whéﬁ other factors resultéd in the larée RC increases observed by
Ford. Therefore, unt11 tne factbr or factqrs,which resulted in

these differences can be isolated and the effect that these

parameters may have on MMT-induced emiseions changes can be -

investigated, théjAgehcy must conclude that. the record does not

adequatély-éhow that vehicles will.hot fail.standards as a result

of using.MHT-ccntaining fuél.uﬁder diverse_opefatiné conditions.

Therefore the applicant has not met the statutory burden reguired

by the Act and the request for a waiver is hereby denied.
Finally, éPA»acknbwiedges the broad scope and generally high
qualjty of.tﬁe testing program carried out by Ethyl. "However, the
core of the Agency's dilemma, and the root of its decision to deny
 the waiver request by Ethyl, is the Agéncy‘s inability to reconcile
~ the results of the vehicle testing done by Ford and4EthyI.A The
Agency believes that is may bhe possible to desiqn a test pregram
‘aimed at reccnciling these differences. - We would be willing to

vork with Fthyl and representatives of motor vehicle manufacturers
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to explore means of promptly developing such addxtxonal data. .

EPA has determined that this action does not meet any of the
‘ criteria for classificatlon as a major rule under Executive Order
;12291 : Therefore, no regulatory 1mpact analysie is’ requxred
This. action is not a "rule“ as defined 'in the Regulatory
Flexibility Act, 5 U»S c. 601 et seg_,___ggsg_xEA,_nas“na:_ R

published, and is not required to publish, a Notxce of Proposed o
_;Rulemaking under the AdministratiVe Procedure Act §.U,S.C, 553(b),

or. any other law Therefore, EPA has not prepared a supportznq
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tegula:cryA flexib;;ity .analysig addressinq the"ihpact Bf this

~ action on snall'éntitiea,.

- This is a 'um Agency action qtr'nat‘ibnal 'appliéabhit}'..

,seétioﬁ 307(5)(1) 6f.thé Actr—;ud%c%a&*reVIGQ of this action is

- avallable ohly by the filing of a petition for reviev in the y.s.
- Court of Apbeals for the District of COLumbia'circuit wvithin 6o

days of [INSERT DATE OF PUBLICATION oF THIS'NOTICE].. Under section

,30?(b)(2) of the Act,jtoday'e action may not pe chaliengedzlater in

/4

!

Administrator




P.62

Appendlx 1 FORD EMISS(ONS DATA
Tailpipe Hydrocarbans
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Appandu' 2. CURRENT AND FUTURE HYDROCARBON STANDARDS

Future NMHC'
Standard®

O. 25

0.25

.31

0.32

_'NMHC refors 10 nob-meibane bydrocasbon, The new siandard is based upon 8 subaes of the tow) hydrocarbons

cmitted. Therefore, direct comparison with the curreot sndard is pot appropriate. The new mdlzd bowever,
is more stmum than tb¢ ald standard ip consisent bydrocarbon specics,

TFuture ilududi are phad in over a three ysar poriod during which 40 percent of & masufecturer's sales
valumes (puat teet these standards for model year 1994, 80 percent for 1995, snd 100 percent sfer 1995.

LDV refers to light duty vehicle, LDT rcfera w light duty truck,
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DOCKET NUMBER

SUBJECT

DOCKET CLOSING DATES

/4/ 9016

DATE CIOSED

A copy of FR 59 42227 will be added later; see A-93-26

- 12 -
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None of the concerns raised by commenters provide a sound
basis for concluding that the addition of MMT to gasoline as
proposed by Ethyl would endanger public health.

In conclusion, we have found that use of MMT is un-

likely to affect public health adversely. The

anticipated increase of manganese in the environment

from use of MMT is sufficiently small in comparison to

the natural levels of this element and human intake of

it that the body's ability to maintain consistent

manganese levels should be unaffected.

In sum, the vast preponderance of the evidence proves that
the real public health effect of the additive is a positive

one -- substantial reductions in NOx, CO, reactive HC, benzene
and formaldehyde.

The Company's supplemental filing urges the EPA to give
prompt approval to its waiver application.

A-90-1(
N-D




Ll 000 S I S WY
SN e g

- "3 - b
> &P T
P s u.._td Pl




) ¥ s Tar &
IPAVAYAV, vy v, A LU
AVAVLV, Vv AT v v v
ATAVAVLAV,Y, i Vi v r.
AVAYAV v, A A L
AVAVAV Vv v,y f L ol N S
“I‘V"‘"""" e W 3 A%a® -
A’A"A'A'A'A's'ahﬁm'a, FELT ': .
N 'av.uv.uuv‘uuvrfm'. &%
“a%aV b v e

O AT i N vavas
""TA‘ a¥, aY Ya'or - ’_.."'.-';.b B 7
__v.v‘v..‘ .o.n"-*v_.'v_.."v:"v‘_ Al
VAVAY Y Vv v .'o":"a't‘t". YePa Y oy T Avat ol
. "‘V‘V‘V‘V‘V‘V"““" Yav, v, 'a‘i‘lfa YaTav, v AoV Y vy -(
i - AVAVAVLAV Y Vv, VAV VLY

Ao A T vy
AT aT a4V, el b
'A'A'A'l"'a‘n'&"n‘aﬂ'A‘a‘.'l'
. A'A'J'A'A'J"b"u‘a';"a':'.s"t'n"
Ay A'A'L'J'J'J‘A'a".l':‘a".s'a". L7 U
- L """"""o"'l"'&'o'n‘t'a';'q' eV,
i AVAV Y, Vv, v, Vavat Tavav v,y
AVAVL Vv, v, v, TaTaVav v, v e

VaVaV v v, v,

aVYuvagV ..'. _‘: Y
a%." VY45 a¥a¥ v, AN -
""A Ta¥.¢ at v,.v, '.."-;.'l"'
a¥, L L '-'Vh:i-'-s‘;-.l' v
*ata® -? .’.'!‘"‘“‘-‘ ;
Ad g%V, '-'h'a."""'.l" 3\
aVabav v v v,y .;'a'.';"a".s";"."a. "3
A'A"' N 'o""'n .t'n'-vtvl ey a¥, YaVv -'1‘47~T"
AVAVaV, Vv v, T2 TaT Vv v v v, 4% "A"."'..'.'A‘.."A‘.'A'A %
YiVavgv, YT ¥ vy To¥aY, 2%V, Va'a "'A'A'_..i“.“vl"' <
AVAVAYL VLY v T AV vy, Yava ;h"".."'..‘h"."q'_.'n".'a’." :
VAVAYaY, v e, Kl b W U AVAYLY, A AP A
AVAYaY, i v, TaTaYavyr =¥ ‘t'n.'q"&'n‘.'“AVAV.‘A'A'."J‘6'."'6‘— L
VaV¥avgw, v, ! - fn'o‘L‘.‘h"a'A‘AVAVnVn"n'AVA‘ﬁ'AVA'A :
AVAVLr v v :\'_s'.u‘.v.uuu'.t DOAAAAF N A
Pa¥ar v v, S S L '.'AVA'a'A'A'A‘n'n'&""'&"'a'A‘A
Pa¥a¥ss, v " '.'a'&'A'.'.V-'AV-"a"a‘nhh"'ﬂ"a‘ !
"’AVA'1"&';'4'.'."&"1"‘;% p
V‘\""V"""""""
V.V‘V""""V"‘V""

ATaVaVaVaVav,ey
VAVAVaAVavanind
VAYAV VAV, i
AVAVAV, Vo
. v‘v‘v‘w‘v v
W7\ ey
'a‘ AV

¢
- 4

oo

o’




%% "ava","










P.71

Index Addendum
Miscellaneous Federal Register Notices

CONVENIENCE FILE

Docket: A-90-16

Document | Date Rcvd_T-Commentor, Addregsee, Title or | Date of

Number in Docket Description, etc. Document
1 55 FR 22947 06-05-90
Fuels and Fuel Additives;
Waiver Application;
Notice
2 55 FR 52215 ' 12-20-90

Fuels and Fuel Additives;
Waiver Application;
Notice
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Federal Register / Vol. 55, No. 245 f Thursday, December 20, 1930 / Notices

.40-16

52215

Response: This notice is being issued
with an opportunity to comment.

Determination Under Executive Order
1229’1

"The Department of Energy has
determined that this is not a major rule .
because it does not meel the criteria of
section 1{b} of Executive Order 12291, 46
FR 13193 {February 19, 1981. Western
has an exemption from sections 3. 4, and
7 of Executive Order 12291.

Environmental Compliapce

Western has conducted an
environmental analysis of this allacation
of power pursuant to the National
- Environmental Policy Act of 1969,
Council on Environmental Quality
. -Regulation, and Department of Energy

guidelines (45 FR 20694-20701, as
amended). Western's allocation of
power will be in the same amounts and
generated from the same resource as the
project-use power that has been
supplied by the Corps. The power will
be made available to Western by the
Corps to be allocated to the three towns
as firm power. The change is essentially
administrative in nature with Western
assuming the former Corps
responsibilities for supplying power to
the three towns. Since there clearly
would be no significant environmental
impact, the proposed action does not
require the preparation of an
environmental assessment or an
environmental impact statement.
Documentation supporting this
datermination is on file in Western's
Billings Area Office.

Pursuant te the avtharity of Public
Law 99-88 and Public Law §9-662, and
unless further amended by any Federal
Register notice, 1 hereby approve and
place into effect, upon completion of a
45-day period that commeneces upon the

-date of publication of this notice, the
final allocation of firm power as
specified herein.

William If. Clagett,

Adnunistretor.

[FR Doc. 90-29803 Filed 12~13-90; 8:45 am}
BILLIRG CCDE 6450-01-M

7
ENVIRONMENTAL PROTECWON
AGENCY

[FRL-3871-8]}
Fuels and Fuél Additives; Waiver
Application

AGENCY: Environmental Protection
Agency (EPA).
ACTION: Notice.

SUMMARY: On May 9, 1890, the Ethyl
Corporation (Ethyl] submitted an

spplication for a waiver under section
211{f)(4) of the Clean Air Act {Act) for
the gasoline additive,

‘methylcyclopentadieny! maﬁganese

tricarbonyl (MMT), an octane enhancer,
commercially labeled by Ethyl as HITEC
3000. On June 5, 1990, a notice was
published in the Federal Register (55 FR
22947) acknowledging receipt of the
apphcaﬁmn ang reqnestmg commems on
hyl withd
November 1, 1990. The Administrator of
EPA has therefore terminated -
consideration of the application without
making a decision on whether to grani
or deny the waiver request. -
ADDRESSES: Copies of the information
relative to this application are available
for inspection in public docket A-90-18
at the Air Docket (LE-131) of the EPA,
room M-1500, 401 M Street, SW.,
Washington, DC 20460, (202} 382-7548,
between the heurs of 8:30 a.m. to neon
and 1:30 p.m. to 3:30 p.m. weekdays. As
provided in 40 CFR part 2, a reasonable
fee may be charged for copying services.
FOR FURTHER INFORIATION CONTACT:

_David |. Kortum, Environmental

Engineer, or jJames W. Caldwell, Chief,
Fuels Section, Field Operations and
Suppert Division (EN-397F}, U.5.
Environmental Protection Agency, 40t M
Street, SW., Washington, DC 20460,
(202) 382-2635.
SUPPLEMENTARY INFORMATIOK: Section
211{f)(1)(A) of the Act makes it
unlawful, effective March 31, 1977, for
any manufacturer of a fuel or fuel
additive to first introduce into
eommerce, or to increase the
concentralion in use of, any fuel or fuel
additive for general use in light duty
motor vehicles manufactured after
model year 1974 which is not
substantially similar to any fuel or fuel
additive utilized in the certification of
any model year 1975, or subsequent
model year, vehicle or engine under
section 206 of the Act.* EPA has
interpreted the phrase “‘substantially
similar” at 46 FR 38582 (July 28, 1981).
Section 211(f}(4} of the Act provides
that upon application by any fuel or fuel
additive manufacturer, the
Administrator of EPA may waive the
prohibitions of section 211{f}{1) if the
Administrator determines that the
applicant has established that such fuel
or fuel additive will not cause or
contribute to a failure of any emission
control device or system (over the useful
life of any vehicle in which such device

' Section 2t4{a} of the Clean Air Act
Amendments of 1990 {effective November 15,4890)
adds subparagraph B to section 211{f){1} of the Act.
This subparagraph expands these prohibitions
beyond fuels for general use in light duty vehsc!es

- by remaving the reference to “light duty.”

or system is used) fo achicve -
compllance by the vehicle with the
emissions standards to which it has
been certified pursuant to section 206 of
the Act. If the Administrator does not
act to grant or deny a waiver within 180
days of receipt of the application, the
statute provides that the waiver shall be
treated as granted. ‘

The application submitted by Ethyl
sought a waiver for MMT, to be blended
in unleaded gasoline resulting in a level
of 0.83125 (1/32} gram per gallon
mangarese (gpg Mn}. The Administrator
of EPA had until November 5, 1990 (180
days frem the date of receipt of the
application} to grant or deny this
application.

The Ethyl Corporation withdrew the
application in a [etter to the Deputy
Administrator of EPA on November 1,
1930, before the deadline for the
Administrator to make a determination
on the application. Because no
determination had been made at the
time the applizant withdrew the
application, EPA accepted the
withdrawal and immediately terminated
this proceeding without action en the
application.

Michael Shapiro,

Acting Assistant Administrator for Air and
Radiation.

[FR Doc. 80-29790 Filed 12-19-80; 8:45 am}

BILLING CODE 6560-50-A

FEDERAL CONMRUNKICATIONS
CONMISSION

Pubic information Coilection
Requirement Submitted to Cffice of
Management and Budget for Review

December 13, 1980

The Federal Communications
Commission has submitted the following
information coliection requirement fo
OMB for review and clearance under
the Paperwork Reduction Act of 1980 (44
U.S.C. 3507).

Copies of this submission may be
purchased from the Commission's copy
contracter, nternational Transcription
Service, (202) 857-3600, 2108 ki Street
NW., suite 140, Washington, BC 20037.
For further information on this
submission contaet Judy Beley, Federal
Communications Commission, (202} 632~
7513, Persaps wishing to comment on
this information collection should
contact Jonas Neihardt, Office of
Management and Budget, room 3235
NEOB, Washington, DC 20503, {202] 395~
3785.

OMB Number: 3080-0420.

Title: Amendment of part 22 of the
Commission's Rules to Revise Certain
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Filing Procedures for Mobile Servwes
- Division Applications.

Action: Revision. .

Respondents: Businesses or other for-
profit (including small businesses).

Frequency of Response: On occasion -

reporting.
Estimated Annual Burden: 16,110

responses, 2 hours average burden per

response, 32,220 hours total dnnual
burden.

Needs and Uses: Section 22.6(d)(2) of
the Commission's rules is amended to
require slightly modified labeling of
microfiche copies filed by part 22
applicants to assist FCC staff in filing
and handling microfiche copies. Part 22
applicants will be required to file
microfiche copies of the the FCC Form
405 to conserve Commission resources.
The information will be used by FCC
staff to facilitate the filing and retrieval
of microfiche copies for public use. The
additional labeling data will enhance
handling of microfiche copies.

Federal Communications Commission.
Donna R. Searcy,

Secretary.

|FR Doc. 80-29748 Filed 12-19-90; 8:45 am|
BILLING CODE 6712-01-M

FEDERAL EMERGENCY
MANAGEMENT AGENCY

|FEMA-886-DR]

Federated States of Micronesia; Major
Disaster and Related Determinations

AGENCY: Federal Emergency
Management Agency.
ACTION: Notice.

SUMMARY: This is a notice of the
Presidential declaration of a major
disaster for the Federated States of
Micronesia {FEMA-886-DR), dated
December 14, 1990, and related
determinations.

DATES: December 14, 1990.

FOR FURTHER INFORMATION CONTACT:
Patricia S. Bowman, Disaster Assistance
Programs, Federal Emergency
Management Agency, Washington, DC
20472 {202) 646-2661. )

NOTICE: Notice is hereby given that, in a
letter dated December 14, 1990, the
President declared a major disaster
under the authority of the Robert T.
Stafford Disaster Relief and Emergency
Assistance Act (42 U.S.C. 5121 et seq.,
Public Law 93-288, as amended by
Public Law 100-707), as follows:

1 have determined that the damage in
certain areas of the Federated States of
Micronesia, resulting from Typhoon Owen on
November 26-December 1, 1590, is of
sufficient severity and magnitude to warrant

a major disaster declaration under the Robért

_ T. Stafford Disaster Relief and Emergency
.. Assistance Act (“the Stafford Act”). I,
. therefore, declare that such a major disaster

exists in the Federated States of Micronesia.
In order to provide Federal assistance, you
are hereby authorized to allocate from funds
available for these purposes, such amounts
as you find necessary for Federal disaster
assistance and administrative expenses.
You are authorized to provide Individual
Assistance and Public Assistance in the
designated areas. Consistent with the

.requirement that Federal assistance be

supplemental, any Federal funds provided
under the Stafford Act for Public Assistance
will be limited to 75 percent of the total

-eligible costs.

The time period prescribed for the
implementation of section 310(a),
Priority to Certain Applications for
Public Facility and Public Housing
Assistance, shall be for a period not to
exceed six months after the date of this
declaration.

Notice is hereby given that pursuant
to the authority vested in the Director of
the Federal Emergency Management
Agency under Executive Order 12148, 1
hereby appoint Mr. Albert Roy Kite, of
the Federal Emergency Management
Agency, to act as the Federal
Coordinating Officer for this declared
disaster. ,

I do hereby determine the following
areas of the Federated States of
Micronesia to have been affected
adversely by this declared major
disaster:

The States of Chuuk (Truk) and Yap for

Individual Assistance and Public
Assistance.

(Catalog of Federal Domestic Assistance No.
83.516, Disaster Assistance)

Wallace E. Stickney,

- Director, Federal Emergency Manageuent

Agency.
[FR Doc. 90-29795 Filed 12-19-90; 8:45 am|
BILLING CODE 6715-02-M

|FEMA-=883-DR]

Washington; Amendment To Notice of
Major Disaster Declaration

AGENCY: Federal Emergency
Management Agency.
ACTION: Notice.

SUMMARY: This notice amends the notice
of a major disaster for the State of
Washington (FEMA-883-DR), dated
November 28, 1990, and related
determinations.

DATES: December 10, 1990.

FOR FURTHER INFORMATION CONTACT:
Neva K. Elliott, Disaster Assistance
Programs, Federal Emergency
Management Agency, Waqhmgton DC
20472 (202) 646-3614.

NOTICE: The notice of a major disaster
for the State of Washington, dated
November 26, 1990, is hereby amended
to include the following areas anmiong -
those areas determined to have been
adversely affected by the catastrophe
declared a major disaster by the
President in his declaration of
November 26, 1990:

San Juan County for Individual Assistance
and Public Assistance;

Kitsap County for lndwldudl Assistance;
and

The counties of Grays “drb()r Pacific. and

Wahkiakum for Public Assistance (previously

designated for Individual Assistance).

{Catalog of Federal Domestic Assistance No.

83.516, Disaster Assistance.)
Grant C. Peterson,

Associate Director, State und Locul Programs
and Support, Federal Emergency
Management Agency.

[FR Doc. 90-29791 Filed 12-19-90; 8:45 am|

BILLING CODE 6718-02-M

[FEMA-883-DR)

Washington; Amendment To Notlice of
Major Disaster Declaration

AGENCY: Federal Emergency
Management Agency.

ACTION: Notice.

SUMMARY: This notice amends the notice
of a major disaster for the State of
Washington (FEMA-883-DR), dated
November 26, 1990, and related
determinations.

DATES: December 7, 1990.

FOR FURTHER INFORMATION CONTACT:
Neva K. Elliott, Disaster Assistance
Programs, Federal Emergency
Management Agency. Washington, DC
20472 (202) 646~-3614.

NOTICE: The notice of a major disaster
for the State of Washington, dated
November 26, 1990, is hereby amended
to include the following areas among
those areas determined to have been
adversely affected by the catastrophe
declared a major disaster by the
President in his declaration of
November 26, 1990:

The counties of Chelan, Island, Jefferson,
and Kittitas for Individual Assmhmco and
Public Assistance;

Yakima County for Individual Assistance
only; and

The counties of Thurston and Pierce for
Public Assistance (previously designated fo¢
Individual Assistance).

i

A
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location: U.S. Environmental Protection
Agency, Region VII, Air and Toxics
Division, Air Branch, 723 Minnesota
Avenue, Kansas City, Kansas 68101,
Interested individuals may also contact
Ms. JoAnn M. Heiman, Chief, Air
Compliance Section, Air Branch, Air and
Toxics Division, or Dan Rodriguez at
(913) 551-7020 (FTS: 278~7020).

Dated: May 16, 1990.
William Rica,
Acting Regional Administrator.
(FR Doc. 80-12976 Filed 6<¢-80; 8:45 am}
BILLING COBT 0520-50-14

(FRL-3704~0} 7

Fucls and Fuel Additives; Walver
Application

AQENCY: Environmental Protection
Agency (EPA).
AcTiON: Notice.

SUMMARY: On May 9, 1850, the Ethyl
Corporation (Ethyl) submitted an
application for a waiver of the _
prohibition against the introduction into
commerce of certain fuels and fye!
additives set forth in section 211(f) of
the Clean Air Act (Act). This application
seeks a waiver for the gasoline additive,
methylcyclopentadienyl manganess
tricarbonyl (MMT), an octane enhancer,
commercially labeled by Ethyl as HITEC
3000, to be blended in unleaded gasoline
resulting in a level of 0.03125 (1/32) geam
per gallon manganese (gpg Mn). The
Administrator of EPA hag until
November 5, 1990 to grant or deny this
application. If not denied by that date, it
will be deemed to be granted, under
section 211(f)(4).

pATES: EPA will conduct a one-day
public hearing on this application
beginning at 8:30 a.m. on June 22, 1980 at
the U.S. EPA Auditorium located in the
EPA Education Center (Northwest Mall
Entrance), 401 M Street SW.,
‘Washington, DC 20460. Comments on
this application will be accepted until
July 22, 1880. Parties wishing to testify at
the hearing should contact David J.
Kortum or James W. Caldwell by June
15, 1980 at (202) 382-2635. It is also
requested that six copies of prepared
hearing testimony be available at the
time of the hearing for distribution to the
hearing panel. Hearing testimony should
also be submitted to the docket.
Additional information on the
submission of comments to the docket
may be found below in the
“ADDRESSES" section of this notice.
ADDRESSES: Copies of the information
relative to this application are available
for inspection in public docket A-80-16
at the Air Docket (LE-131) of the EPA,

room M-1500, 401 M St: zet SW.,
Washington, DC 20469, {202) 382-7548,
between the hours of 8:J0 a.m. to ncon
and 1:30 p.m. to 3:30 p.m. weekdays.
Any comments from interested parties
should be addressed to this docket with
a copy forwarded to Mary T. Smith,
Director, Field Operations and Support
Division (EN-397F), U.S. Environmental
Protection Agency, 401 M Street SW.,
Washington, DC 20460. As provided in
40 CFR part 2, a reasonable fee may be
charged for copying services.

FOR FURTHER INFORMATION CONTACT:
David J. Kortum, Environmental
Engineer, Field Operations and Support
Division (EN-397F), U.S. Environmental
Protection Agency, 401 M Street SW.,
Washington, DC 20460, (202) 475-8841.
SUPPLEMENTARY INFORMATION: Section

© 211(f)(1) of the Act makes it unlawful,

effective March 31, 1977, for any
manufacturer of a fuel or fuel additive to
first introduce into commerce, or to
increase the concentration in use of, any
fuel or fuel additive for use in light duty
motor vehicles manufactured after
model year 1974 which ig not

- substantially similar to any fuel or fuel

—

additive utilized in the certification of
any model year 1975, or subsequent
model year, vehicle or engine under
section 209 of the Act. EPA has defined
“substantially similar” at 46 FR 38582
(July 28, 1981). Section 211(f){4) of the
Act provides that upon application by
any fuel or fuel additive manufacturer,
the Administrator of EPA may waive the
prohibitions of section 211(f)(1} if the
Administrator determines that the
applicant has established that such fuel
or fuel additive will not cause or
contribute to a failure of any emission
contro! device or system (over the useful
life of any vehicle in which such device
or system is used) to achieve
compliance by the vehicle with the
emissions standards to which it has
been certified pursuant to section 206 of
the Act. If the Administrator does not
act to grant or deny a waiver within 180
days of receipt of the application (in this
case, by November 5, 1990), the statute
provides that the waiver shall be treated
as granted.

The current submission by Ethyl is an
application under section 211(f)(4) of the
Act for a waiver for the fuel additive
methylcyclopentadienyl manganese
tricarbonyl {MMT), commercially
labeled by Ethyl as HITEC 3009, to be
blended in unleaded gasoline resulting
in a level of 0.03125 (1/32) gram per
gallon manganese (gpg Mn). This is
Ethyl's third application for & waiver for
MMT. Ethyl's first application was
submitted on March 17, 1978 for
concentrations of MMT resulting in 1/18

and 1/32 gpg Mn in unleaded gasoline.
Ethyl's second application was
submitted on May 26, 1981 for
concentrations of MMT resulting in 1/64
gpg Mn in unleaded gasoline. The
Administrator denied these requests for
waivers. The decisions and
justifications thereof may be found in
the September 18, 1978 Fedaral Register,
43 FR 41424, and the December 1, 1981
Federal Register, 46 FR 58830. If the
prohibitions against MMT were waived

" by the Administrator, it is highly likely

that most U.S. gasoline would contain
some level of MMT, and, therefore, it is
also highly likely that fuels used in
certifying vehicles under section 208 of
the Act, would be required to reflect this
compositional change. EPA invites
comments on whether the Administrator
should grant or deny this waiver
application.

Dated: May 29, 1930.
Michael Shapire,
Acting Assistant Administrator for Air and
Radiation.
[FR Doc. 80-12978 Filed 6-04-0; 8:45 am]
BILLIYG CODE 0520-50-1

[OPTS-44553; FRL 3768-9]1

TSCA Chemical Testing; Recelpt of
Test Data

AGENCY: Environmental Protection
Agency (EPA).
AcTionN: Natice.

SUMMARY: This notice announces the
receipt of test data on
Octamethylcyclotetrasiloxane (OMCTS])
(CAS No.556-67-2), and diisodecyl
pheny! phosphite (PDDP}, (CAS No.
25550-98-5), submitted pursuant to a
censent order under the Toxic
Substances Control Act (TSCA).
Publication of this notice is in
compliance with section 4(d) of TSCA.

FOR FURTHER INFORMATION CONTACT:
Michael M. Stahl, Director,
Environmental Assistance Division (TS~
799), Office of Toxic Substances,
Environmental Protection Agency, Rm.
E-543B, 401 M St., SW., Washington, DC
204860, (202) 554-1404, TDD (202} 554~
0551,

SUPPLEMENTARY INFORMATION: Under 40
CFR 790.69, all TSCA section 4 consent
orders must contain a staiement that
results of testing conducted pursuant to
these testing consent orders will be
announced to the public in accordance
with section 4(d).

I. Test Data Submissions

Test data for Oi@ﬁts was submitted .
by Silicones Health Council on behalf of
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the SHC member companies pursuant to
a consent order at 40 CFR 799.5000. It .
was received by EPA on May 10, 1990.
The submission describes: (1) Acute
toxicity to sheepshead minnow (2) acute
toxicity to mysid shrimp, (3) acute
toxicity to daphnids, {4) chronic toxicity
to daphnids, (5) toxicity to the
freshwater selenastrum capricornutum.
These tests are required by this test rule.
This chemical is used as an intermediate
in the production of
polydimethylsiloxane.

Test data for PDDP was submitted by
General Electric Specialty Chemicals on
behalf of the test sponsors and pursuant
to a consent order at 40 CFR 799.5000. It
was received by EPA on May 22, 1990.
The submission describes a subchronic
delayed neurotoxicity study in mature
hens. Neurotoxicity testing is required
by this test rule. This chemical is used
primarily as a low-cost light stabilizer
and secondary antioxidant for
polymeric materials.- v

EPA has initiated its review and
evaluation process for these data
submissions. At this time, the Agency is
unable to provide any determination as
to the completeness of the submissions.

I1. Public Record

EPA has established a public record
for this TSCA section 4(d) receipt of
data notice (docket number OPTS-
44553). This record includes copies of all
studies reported in this notice. The
record is available for inspection from 8
a.m. to 4 p.m., Monday through Friday,
except legal holidays, in the TSCA
Public Docket Office, Rm. NE-G004, 401
M St., SW., Washington, DC 20460.

Authority: 15 U.S.C. 2603,
Dated: May 30, 1990,
Charles M. Auer,

Acting Director, Existing Chemical
Assessment Division, Office of Toxic
Substances.

[FR Doc. 8012973 Filed 6-4-90; 8:45 am]

BILLING CODE 6560-50-D

FEDERAL COMMUNICATIONS
COMMISSION

Applications, Hearings,
Determinations, et al.; Bonne
Broadcasting, Inc.; et al

1. The Commission has before it the
following mutually exclusive
applications for 4 new FM stations:

L
d-rl
|

Applicant, city, and
state

File No.

MM
Docket
No.

A. Bonne
Broadcasting, Inc.;
Larose, LA,

8. Electronics
Unlimited, Inc.;
Laross, LA.

C. Efizabeth L.
Cooley; Larose, LA.

BPH-880630MK

BPH-880630MP

BPH-8806300A

90-247

Issue Heading and Applicants
1. Comparative, A,B,C

2. Ultimate, A,B.C
I

Applicant, city, and
state

File No.

A. Five Star :
Broadcasting, Inc.;
Pocomoke City, MD.

B. Terrace -
Communications,
Inc.; Pocomoke
City, MD.

C. Transmedia, Inc.;
Pocomoke City, MD.

BPH-880714MU

BPH-880714NV

BPH-880714NW

Issue Heading and Applicants
1. Comparative, A,B,C

2. Ultimate, A,.B,.C
III.

Applicant, city, and
state

File No.

A. WMR|, Inc.;
Bremen, IN.

B. GEM
Communications;
Bremen, IN.

C. Atlantic Resources
Carporation;
Bremen, IN.

BPH-880722MH
BPH-880725M|

BPH-880725MJ

Issue Heading and Applicants

1. Air Hazard, B

2: Comparative, A,B,C

3. Ultimate, A,B,C
Iv.

Applicant, city, and
state

File No.

MM
Docket

A. Hughes-Moore
Assoclates, Inc.;
London, Kentucky.

B. Ethel Huff;
London, Kentucky.

BPH-880816NH

BPH-880817MH

No.

2. Pursuant to section 303(e} of the
Communications Act of 1934, as
amended, the above applications have
been designated for hearing in a
consolidated proceeding upon the issues
whose headings are set forth below. The
text of each of these issues has been
standardized and is set forth in its
entirety under the corresponding
headings at 41 FR 19347, May 29, 1986.
The letter shown before each applicant's
name, above, is used below to signify
whether the issue in question applies to
that particular applicant.

3. If there are any non-standardized
issues in this proceeding, the full text of
the issue and the applicants to which it
applies are set forth in an appendix to
this Notice. A copy of the complete HDO
in this proceeding is available for
inspection and copying during normal
business hours in the FCC Dockets
Branch (room 230), 1918 M Street NW.,
Washington DC. The complete text may
also be purchased from the
Commission’s duplicating contractor,
International Transcription Services,
Inc., 2100 M Street NW., Washington,
DC 20037. (Telephone (202) 857-3800).
W. Jan Gay,

Assistant Chief, Audio Services Division,
Mass Media Bureau.

{FR Doc. 80-13001 Filed 6-4-90; 8:45 am|]
BILLING CODE 6712-01-M

Applications, Rearings, Determinations
et.: Lindsay Broadcasting et al.

1. The Commission has before it the
following mutually exclusive
applications for 5 new FM stations:

L ‘

MM
docket

Appficant, city, and
state No.

File No.

A. Linda Ware, d/b/a | BPH-880504ME 80-225
Lindsay
Broadcasting;
Lindsay, CA.

B. Lindsay
Broadcasting

Company; Lindsay,
CA

BPH-880505MX

C. Carlos H. Uribe B8PH-8805050C
and Netly Uribe, d/
b/a Lindsay FM
Radio Lindsay, CA.

D. Correia
Broadcasting, Inc.;
Lindsay, CA.

BPH-880505PH

Issué Heading and Applicants

1. Air Hazard, A

2. Environmental, A
3. Comparative, A,.B
4. Ultimate, A.B

Issue Heading and Applicants
1. Air hazard, AD

2. Financial, BD

3. Comparative, A,B,C.D

4. Ultimate, A,B,C.D

IL
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ROBINSON CUSHMAN
October 19, 1990

Mr. William K. Reilly - Administrator
Environmental Protection Agency

401 M Street, SW

Washington DC 20460

Dear Mr. Reilly :

I understand that the Ethyl Corporation is
looking for your permission to introduce
HiTec 3000, which contains manganese, as
a gasoline additive.

I sincerely trust that the EPA will reject
this application which could create a

health hazard similar to the lead poisening
now affecting countless individuals throughout
the world,

Please do not let the Ethyl Corporation and
its large scale advertising program influence
you - we cannot afford another toxic heavy
metal additive in gasoline. Please reject
this application.

e
Robinson Cushman™

500 Syeariore Lane
Wakéfield, RI 02879
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M. JASTROW LEVIN

12 CHESHOLM ROAD
BALTIMORE, MARYLAND 21216

D& 1912 9¢




P.93




P.94

-

3440 S. JEFFERSON ST. APT. 823
FALLS CHURCH, VA 22041-3127

0ct.18,1990

EPA Administrator William K. Reilly
Environmental Protection Agency
Washington, DC 20460

Dear Mr,Reilly,

As an environmentalist and an
active member of the Environmental Defense
Fund,I strongly urge you to deny Ethyl Corpor-
ation's application fpr "HiTec" 3000,a toxic
Manganese-based gasoline.additive.

Sincerely.

Henry L. Mason
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JOHN S. FULCHER
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